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. helps keep Diesel Availability High 


Maintenance practice on steam 
locomotives reflects a century of 
accumulated experience that put 
material selection on the sound, 
practical basis of actual perform- 
ance, and dictated the wide- 
spread use of wrought iron. 
Mechanical Departments are to- 
day accumulating similar use-data 
as a guide in reducing mainte- 
nance and boosting availability in 
Diesel Locomotives . . . and are 
again finding a valuable aid in 
wrought iron. Wherever corrosion 
or vibratior are threats to service 
life, this time-tried material pro- 
vides extra durability and depend- 
ability. Applications where it is 
already in use include: 
WATER TANKS. In certain areas, 
corrosion has caused tanks to fail 
after only a short period of service. 
Wrought iron tanks are helping 
to lick this problem. 
TUBING. Where existing materials 


buckle, or cause trouble by pulling 
out of expansion joints, wrought 
iron pipe is an effective cure. One 
major railroad is already replac- 
ing all such lines with wrought 
iron, as their diesel units are 
shopped. 
STEAM LINES. Severe corrosion can 
often be anticipated in the steam 
lines . . . and only the proper ma- 
terials can combat the attack. 
Wrought iron has convincingly 
demonstrated its ability to resist 
these conditions. 
Numerous other applications might 
be listed . . . air brake piping, 
water lines, oil and sand lines, 
conduit, and equalizer bars. 
Wrought iron’s superior service 


qualities come from its unique 
character. The tiny fibers of glass- 
like silicate slag, threaded through 
the body of high purity iron, give a 
structure like that of a stranded 
cable, which resists fatigue failure. 
The fibers also halt and “‘detour’’ 
corrosive attack and anchor the 
initial protective film, which shields 
the underlying metal. 

Our General Catalog gives full 
dimensional information on wrought 
iron products. Ask for a copy. 

A. M. Byers Co., Pittsburgh, Pa. 
Established 1864. Boston, New York, 
Philadelphia, Washington, Atlanta, 
Chicago, St. Louis, Houston, Salt 
Lake City, Seattle, San Francisco. 
Export Division: New York, N.Y. 
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GENUINE WROUGHT IRON 
TUBULAR AND HOT ROLLED PRODUCTS 


ELECTRIC FURNACE QUALITY ALLOY AND STAINLESS STEEL PRODUCTS 
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WHAT CAUSED 


46/ Accidenns * 


QUE TO BRAKE RIGGING FAILORES 
IN 1946? 
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—Miscellaneous 
— Pawl or rachet failure 
2 — Brake shoe worn, broken or missing 
— Brake chains or bolts breaking or giving away 
— Brake chains kinking, twisting, overlapping or too long 
OF. —Brake rod or shaft broken or defective 
| 
AC — Insufficient braking power 
2 
" : 
° Sie —Failures of brake beams, brake beam 


hangers, and/or failures or lack of 
brake beam supports resulting in 


dropped brake rigging 


UNIT TRUCKS ARE DESIGNED TO 
ELIMINATE THE RISK OF 
THIS TYPE OF ACCIDENT 









*STANDARD RAILWAY DIGEST SERVICE 
from Bureau of Transport Economics & Statistics 
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Improved schedules, reduced operating costs, in- 
creased track capacity and safety—those are well- 
known advantages of Centralized Traffic Control 
in any territory. In helper districts, there are 


even more! 


With C.T.C., helper locomotives can be brought 
back to base much quicker—advancing by signal 
indications until the best points for meets with 
ascending trains are reached—with no waits for 
written train orders. Back to base quickly, they 
are available for additional service . . . In one 
instance, C.T.C. doubled the service hours of helper 
locomotives on a transcontinental line—in the face 
of an increased number of through trains! Increased 
productivity of the helper locomotives you have, 
means less need for additional ones—saving their 
first cost, maintenance and operating expense. 


And, C.T.C. in helper districts assures fewer stops 
for heavy trains on ascending grades. That means 
lowered costs, in addition to faster schedules. 


UNION SWITCH & SIGNAL COMPANY 
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ENDORSED BY R.L.E.A.: Retirement “benefits” to railroad 
employees ought to be bigger, the unions have self-sacri- 
ficingly decided, and ever-faithful Bob Crosser has put a 
bill in the hopper to make their word the law. Our news 
columns report the substance of this latest pension pro- 
posal. 





CANADIAN RATES UP: Subject to possible appeal to the 
cabinet, freight rates in Canada will go up 21 per cent, 
with certain exceptions, as the result of a 5-to-1 decision 
of the official regulatory agency. The heads of the two 
principal Canadian railroads characterize the long-awaited 
determination as “short of minimum requirements,” except 
in a capacity-traffic period. As reported in this week’s 
news pages, the board’s announcement of the increase 
included the comforting comment that the railroads “can 
always apply again.” 


DATED APRIL 1: Colonel Johnson of the O.D.T. has deliv- 
ered a dictum to “prospective participants” in the pro- 
gram for the “voluntary” rationing of steel for new 
freight cars and repair of bad-order freight and passen- 
ger cars and locomotives. As noted in our news columns, 
the steel makers are reported to be lined up behind a 
promise to take care of a new car output of 10,000 per 
month, and their joint action has been given the official 
blessing of the top functionary of the department to pre- 
serve the sanctity of the anti-trust laws. Henceforth it’s 
th‘s plan or none, says the colonel. One of our editorials 
suggests that thereby the planners’ camel may be insinu- 
ating his nose under private industry’s tent. 


GETTING GOOD MEN: Much has been said about the de- 
plorable lack of interest on the part of the better graduates 
of engineering schools in the opportunity to work on a 
railroad. Now something is being done about the situa- 
tion, as one of our articles indicates (page 34). It is only 
a first step—that of finding out why—as one of our edi- 
torials observes, and the next move is to convince rail- 
road managements that they must support procedures 
that will be as effective as the activities of other indus- 
tries in enlisting graduates. 


WHY LOADINGS ARE LOWER: In his latest review of the 
national transportation situation (of which a summary 
appears in this week’s news) Chairman Kendall of the 
Car Service Division finds the bad winter weather only 
partly responsible. Another (pre coal-strike) factor, he 
suggests, is the slump in grain prices that slowed the flow 
of those commodities. 


COOPERATIVE TRAINING PLAN: One of our _ illustrated 
articles (page 38) outlines what is described as a “re- 
vitalization” of the programs of the Union Pacific and 


WEEK AT A GLANCE 





New York Central for apprentice training in the mechani- 
cal department through union-management cooperation. The 
need for rebuilding craftmen’s ranks depleted during the 
recent war is not merely one of restoring a status quo; 
it is augmented by the necessity of making ready for new 
developments—in electronics, in turbine-driven motive 
power, perhaps even in the application of atomic energy— 
that are looming on the horizon. 


on re 2 RS 2 aOR ORL ER AA 





UP TO THE BROTHERS. The “emergency board”—which, 
under the Railway Labor Act, is the last line of defense 
against the threateried: strike of the three non-conforming 
op brotherhoods—has recommended the same 15'4-cent 
hourly wage increase those unions turned down last fall, 
plus a number of rules changes, including one or two pro- 
posed by the carriers. The board’s report, which is sum- 
marized in an article in this issue (page 47), includes a 
pungent expression of annoyance at what it regards as 
the failure of the carriers and the brothers to work out 
themselves some solution for many “little details” the 
board doesn’t think such bodies should be bothered with. 
The board’s recommendations have been accepted by the 
railroads—at an annual cost estimated at $80 million—but 
the union leaders, having expressed disappointment, are 
still-to be heard from. 


SEVEN FOR TWENTY: The Kansas City Southern recently 
has been handling about half its gross ton-miles with 
seven road Diesels, thereby replacing about 20 older steam 
units. A description of this operation appears in one of 
this issue’s illustrated articles. In achieving this result— 
which was partly the result of the new power’s ability 
to handle longer trains over the hills—unit costs have 
been significantly reduced, the accompanying data show. 


SPECIAL PLEADER: The so-called Joint Board set up by 
Congress to advise it on aviation policy has come up 
with a report that deals with that type of transportation 
—civilian as well as military—as an isolated activity, as 
if its regulation and objectives and welfare were in no 
way related to those of other forms of transportation, 
and of private enterprise in general. Our leading editorial 
discusses this warped and dangerous attitude, the tenor 
of which is particularly disconcerting because the board is, 
presumptively, not made up of socialists or totalitarians. 
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NOTED IN THE NEWS: Pullman’s plan to raise charges 
on room and seat accommodations has been held up by 
the I.C.C. . . . Equipment orders reported in these pages 
in March totaled $149 million. . . . The Mediation Board 
has taken over negotiations between the Pennsylvania 
and its firemen and enginemen, who had set a strike date. 
. . - More than 47,000 railroad men have been laid off 
by 23 roads as a result of the coal miners’ strike. .. . The 
Shippers Boards expect second-quarter carloadings to 
exceed the same 1947 period by 3.5 per cent. 





Years of standout service have proved 
General Motors Diesel freight locomo- 
tives can continuously haul heavier 
tonnages over greater distances, eco- 
nomically, in quicker time than any 
other motive power. 


On the Burlington lines, 29 General 
Motors freight locomotives placed in 
service at various times since January 
1944, have been available for work 
506,403 hours out of a total of 581,031 
for an availability average of 87.2% 
and the Burlington’s fleet of General 
Motors switchers, the first of which 
went into service in 1937, has an aver- 
age availability of 94.7% of total hours. 
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HELP AMERICA 
PRODUCE FOR PEACE 


Yes, indeed, the freight goes through 
behind General Motors Diesels with 
less wear on track; quicker acceleration; 
faster grade climbing; fewer service 
stops and lower fuel cost — all of which 
mean greater economies, efficiencies and 
profit in railroading. 
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GENERAL MOTORS LA GRANGE, ILL. 








Home of the Diesel Locomotive 
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The report of the Joint Congressional Aviation 
Board—reviewed briefly in our March 20 issue, 
page 91—is a perfect example of the blundering 
pattern of faulty analysis which practically always 
afflicts government’s attempts at “economic plan- 
ning,” and which, when present, foredooms these 
efforts to failure. The error the Joint Board has 
fallen into lies in its assumption that it can hot- 
house the aviation business while taking no account 
of the effect of such action on the welfare of the 
rest of the transportation business or on that of 
the rest of the economy. The President had an 
air policy board, too, and that body also fell 
slightly into this error, but it recognized the danger 
of one-sidedness and, hence, managed largely to 
avoid it (Railway Age, February 14, 1948, page 
45). 

The congressional board, however, blinded it- 
self to all considerations but that of practically 
unlimited direct political aid to aviation—com- 
mercial no less than military. What the effects of 
its recommendations might be on the rest of the 
transportation industry—upon the successful func- 
tioning of which the aviation industry itself is 
dependent—did not concern the congressional in- 
vestigators at all. It is as if a medical specialist 
were called in to treat an infected finger and 
would pour into the patient a powerful germicide 
—arsenic, perhaps—which might indeed clear up 








CONFUSION IN AIR POLICY 


the infection, but at grave risk of destroying the 
patient. 

The congressional board wants to haul practical- 
ly all first-class mail by air, at an increase of 
$96,000,000 in the deficit of the Post Office De- 
partment and with a loss in revenue to the rail- 
roads. It asserts that commerce and trade would 
“benefit materially” from the shift of mail from 
rail to air. What kind of New Dealish nonsense 
this is! Commerce and industry are already 
offered their choice between air mail service at a 
rate of 5 cents an ounce, which is arbitrarily low, 
and railroad mail service at a rate of 3 cents, which 
is arbitrarily high. If the “benefits” of air trans- 
portation of mail are as great as the congressional 
board believes, then all commerce and trade have 
to do to enjoy these benefits is to pay 5 cents an 
ounce for them. 


Imperfect Premises 


The congressional board would be warranted, 
in the public interest, in making the recommenda- 
tion it has made only if it could establish either 
(1) that railroad service is not essential to the 
public welfare and that, consequently, the railroads’ 
claim to a chance to compete for traffic and revenue 
to sustain their service may safely be ignored, or 
(2) that the railroad industry is making so much 



















money that the government need have no concern 
about its ability to finance all needed improve- 
ments. The congressional board has not established 
the truth of either of these alternatives—and could 
not do so if it tried. 


Not a Zealot's Role 


The congressional board—since it is dominated 
by Republicans and not by admitted socialists — 
has a moral obligation to defend economic and 
political freedom, and to take care not to subvert 
it. It should, therefore, take to heart the advice of 
competent students who have pointed out the 
principles which must be observed if this freedom 
is not to be lost. In particular, it should have noted 
some of the observations of Hayek, for example, 
on this issue. “The more the state ‘plans’,” Hayek 
points out, “the more difficult planning becomes 
for the individual.” By analogy, the more Congress 
“plans” to make commercial aviation strong by 
the spending of government money, the less op- 
portunity equally necessary transportation in pri- 
vate ownership is going to have to do its planning 
to provide adequate service with private financing. 
“Those most immediately interested in a particular 
issue,” Hayek also observed, “are not necessarily 
the best judges of the interests of the society as a 
whole.” 

The only unquestionably proper concern of 
Congress with aviation is with military—which we 
could have even if there were no air lines at all, 
but which we could not have without continued 
efficient railroad service. Why should it be neces- 
sary to remind Republicans in 1948 that the way 
to help an industry to gain real strength is to leave 
it to the “simple power of organic growth’’—with- 
out either subsidies or artificial handicaps? 





STEEL FOR NEW 
FREIGHT CARS AND REPAIRS 


Some indication of the extent to which the new 
“voluntary” allotment agreement formulated by 
the Department of Commerce Office of Industry 
Cooperation, for the allocation of steel to be used 
in freight-car building and repair programs, has 
disturbed the relationships established during 1947 
between the various parties involved in carrying 
out a freight-car-building program came out at 
the March 19 hearing at Washington. This was 
held before the chief of the Office of Industry 
Cooperation’s departmental mobilization staff. Mis- 
givings were expressed on several points, including 
the more or less indefinite but probably extensive 
reports to be made by car builders, whether con- 
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tract, railroad, or private-car line; the disturbance 
in purchasing relationships for railroads which be- 
come parties to the agreement and the fear of dep- 
rivation of steel to those who elect not to enter 
the “voluntary” agreement; and fear that the new 
untried plan may require a lot of adjustment before 
it functions well. 

Whether or not the current plan for bringing 
voluntary agreements into conformity: with the 
legislation of December 27, 1947, providing im- 
munity from the anti-trust laws for those becoming 
parties to “voluntary” industry agreements for the 
allocation of steel, prevails in its present form, 
thereby letting the camel’s head into the tent—and 
more than one camel awaits the opportunity—one 
condition which prevailed during 1947 would seem 
to need attention. That is the inclusion in a single 
program of steel for new car building with steel 
for maintenance and repair of rolling stock by the 
railways. Failure to do this was a source of con- 
fusion during 1947 as to where‘ steel actually went. 

A separation of these two programs would, un- 
doubtedly, make for greater clarity in measuring 
the accomplishments of the steel industry in furn- 
ishing material and the car-building plants in using 
it for the building of new cars. A clear distinction 
between these programs should not be used to 
subordinate either to the other. The need for new 
freight cars is great, but the need for adequate 
and prompt maintenance of existing cars is no 
less great. Indeed, repaired cars can be made more 
immediately available than new cars. 





TELLING PASSENGERS 
WHAT IS GOING ON 


“A not infrequent practice of train crews of 
treating the cause of delays as a professional secret 
not to be shared voluntarily and candidly with 
passengers can only lead to speculation on their 
part which is apt to generate considerably more 
apprehension than an authoritative statement of 
facts.” Thus did a group of the country’s leading 
railroad passenger traffic managers express them- 
selves in a recent intra-industry report on passen- 
ger service, and several railroads have announced 
their intention of changing their practice to one of 
telling the passenger what is going on. 

There are some objections to running the risk 
of giving a passenger, for example, an incorrect 
estimate as to the duration of a delay. But it is 
certainly far better to risk the censure of a few 
passengers when information turns out to be 
wrong than it is to lose the friendship and confi- 
dence of many more by keeping them in complete 
ignorance when delays occur. 


Railway Age—April 3, 1948 
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There are many reasons why passengers should 
be informed by train crews—to the best of their 
ability—of the causes of train delays and the 
probable duration thereof. Passengers, when re- 
lieved of worry and uncertainty, may relax in 
confidence, in the knowledge that they will reach 
their destination at some estimated hour. If the 
delay is to be severe, they may make plans to 
shorten or otherwise revise their journey. 

One of the roads which has introduced this “tell 
them everything” policy is the New York Central 
and, in this connection, it has issued a pamphlet 
which instructs train crews, “whenever there is an 
unexplainable delay—such as an unscheduled wait 
of 10 or 15 min. at one stop—” to announce in 
each car on the train (except when passengers are 
sleeping) the reason for the delay and its probable 
duration, offering an apology for it. The company 
has also established so-called “emergency service 
committees” at key points on the system, author- 
ized to explain to the public, through the press, 
railroad employees, and by other means, the cause 
of unusual delays. 





WHY ENGINEERING GRADUATES 
DON'T ENTER RAILROADING 


The railroads need college-trained engineers in 
their business, but are not taking the necessary 
steps to secure an adequate inflow of such recruits. 
The Committee on Cooperative Relations with 
Universities of the American Railway Engineering 
Association has given this problem continuous 
study and has pointed a finger directly to the 
reasons why so many engineering graduates either 
give no consideration whatever to a railroad career 
or, even if they are interested, turn nevertheless 
to other lines of endeavor. 

Some of this committee’s reports, normally 
printed only in the official proceedings of the 
association, have been published in Railway Age 
to make them more readily available to railway 
executives and higher officers of departments other 
than those of engineering and maintenance of way. 
Again in this issue we present an abstract of the 
latest of these reports—which is possibly the most 
revealing of any of them. 

The most valuable aspect of the report is the 
“why” information it discloses—why other indus- 
tries are getting the cream of the graduating 
classes, and why graduates in large numbers turn 
away from the railways. The committee has diag- 
nosed the trouble and has prescribed for its solu- 
tion. No doubt many railway engineering and 
maintenance officers, to the best of their ability, 
will try to follow the prescription, but they cannot 


Railway Age—Vol. 124, No. 14 









do so completely without the understanding co- 
operation of higher officers in other departments 
and action by management. 

Managements certainly understand the value of 
good men, as well as that of good machines, and 
the task is one of “selling” them something in 
which they already have at least a latent interest. 
The A.R.E.A. committee has completed that part 
of its assignment having to do with the ascertain- 
ment of the facts. From here on its task is one 
of exposition and selling. Its work will not be 
completed until it has done this part of its job as 
successfully as it has the first part. 





THE HUMAN TOUCH 


Apprenticeship in the mechanical department of 
the railroads was seriously set back during the 
depression of the Thirties and the recent war. It 
takes time and effort to build up, or to rebuild, a 
successful training system. As with any other 
educational institution, a background of accom- 
plishment and tradition must be established. In 
other words, there is far more: to do than just to 
set up and operate training schedules and practices. 
Instructors must be most carefully selected, not 
alone for their technical fitness, but because of 
their ability to appeal to the young men and help 
them to form their characters and latent abilities. 

It requires even more than that—the super- 
visors, foremen and higher officers who come in 
contact with the young men should take a real 
interest in them, recognizing that the future of the 
business depends upon the extent to which these 
men, now in training, become capable workmen 
and responsible citizens. One can get some appre- 
ciation of the results of sound training as he 
comes into contact with leaders today, who were 
developed in the splendid training systems on the 
New York Central and the Santa Fe in the early 
part of the present century. The apprentices on 
the Santa Fe were John Purcell’s “boys” and his 
apprentice supervisor, Frank W. Thomas, and his 
associates left a remarkable impress on them. In 
much the same way Charles W. Cross on the New 
York Central System, aided by W. B. Russell, 
Henry Gardner and a carefully selected group of 
associates, developed men who have since given 
an excellent account of themselves. 

Valuable as this type of training, with its human 
touch, was in an earlier day, it is even more neces- 
sary today, with the much higher standards, more 
complicated equipment and closer tolerances with 
which the men have to work, as well as the com- 
plications of modern life. There is no such thing 
as devoting too much attention to the human rela- 
tions side of railroad work. 
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WHY ENGINEERING GRADUATES 
RESIST RAILROAD EMPLOYMENT 


Starting salary, chance for advancement, 
working conditions and methods of recruitment 


loom large in the minds of college students 





The railroads are still faced with a serious problem 
in recruiting engineering graduates for employment 
in their engineering and maintenance-of-way depart- 
ments; are experiencing a heavy turnover among 
those graduates employed; and are far less active in 
recruiting graduates than is industry generally. Also, 
higher starting salaries for newly graduated engineer- 
ing students are being paid by industry generally. 
These are some of the conclusions contained in a 
report presented before the annual meeting of the 


American Railway Engineering Association in Chi- 
cago on March 16 by the association’s committee on 
Cooperative Relations with Universities. For several 
years, under one of its assignments, it has been at- 
tempting to stimulate greater appreciation on the part 
of railway management of (a) the importance of 
bringing into the service selected graduates of colleges 
and universities, and (b) the necessity of providing 
adequate means for recruiting such graduates and of 
retaining them in service by establishing suitable pro- 
grams for training and advancement. The report was 
prepared by a subcommittee, of which C. H. Mottier, 
vice-president and chief engineer of the Illinois Cen- 
tral System, was chairman.* 


Roads and Colleges Questioned 


The report of the committee in 1947 reviewed past 
employment practices of the American railroads and 
emphasized the present need for employment of care- 
fully selected engineering graduates, and the desirable 
procedure to follow in recruiting such graduates. It 
was shown that an aggressive employment policy with 
a starting salary as high as, or higher than, that paid 
by competing industries, and a prospective future 
commensurate with the employee’s ability, were neces- 
sary to attract the better engineering graduates. 

To ascertain pertinent information as to methods 
now being employed to interest prospective engineer- 
ing employees in railroad service, and the salaries 
being paid to graduates by railroads and other indus- 
tries, the committee submitted separate questionnaires 
to the railroads and to engineering colleges and univer- 
sities. The railroad questionnaire was sent to all rail- 
roads operating more than 500 mi. of road in the 
United States, on January 18, with a cut-off date of 
September 1, 1947, so as to cover salaries paid and 
employees hired prior to that date. In reviewing its 
report, therefore, the committee pointed out that it 
should be borne in mind that the salary data had not 
been influenced by the 15% cents per hour pay increase 
granted non-operating employees, effective September 
1, 1947. It also pointed out that, in relating this in- 
formation to existing conditions, consideration should 
be given to this fact, as the recent general increases 
paid employees on the railroads and in other indus- 
tries to a large extent have been reflected in the 
salaries of engineering employees and should influence 
the rate paid future engineering graduates. 

The term “engineering graduate,’ as used in the 
committee’s questionnaires and report, embraces only 
recent engineering graduates recruited in the engineer- 
ing and maintenance-of-way departments, and does not 
include employees of the mechanical department unless 
such employees had been initially employed by the 
engineering department. 

Replies to the committee’s railroad questionnaire 
were received from 45 roads, but of this number only 
33 had hired engineering graduates during 1946 or 
1947. These 33 railroads, however, represent more than 
two-thirds of the Class I railroad mileage in the United 
States. The information received as to the number of 
engineering graduates employed and still in service, 
*Other_members of the subcommittee included H. R. Clarke, ch. 
engr., Burlington Lines; C. C. Grove,ch. engr. m. w., Western 


region, Pennsylvania; E. M. Hastings, ch. engr., R. F. & P.; and 
S. R. Hursh, asst. ch. engr. maintenance, Pennsylvania. 
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together with starting salaries paid, appears in Table I. 

Commenting upon this phase of its study, the com- 
mittee said, in part: 

“Of the 130 graduates employed in 1946 there were 
only 88, or 67.7 per cent, still in service on August 1, 
1947. In this relatively short period, which probably 
averaged approximately one year per graduate, about 
one-third left the service. This, in a very striking 
manner, calls attention to one of the serious problems 
faced by the railroads in recruiting engineering gradu- 
ates. It also raises some interesting questions as to 
why there should be such a heavy turnover of newly 
employed graduates, where the fault lies, and how it 
can be remedied. It shows clearly that there is not only 
the problem of recruiting the graduate, but of retain- 
ing him in service after he is once employed. 

“It is interesting to note that in the first seven 
months of 1947, 159 graduates were hired as compared 
to 130 in the entire previous year. As might be ex- 
pected, there seems to be a reasonably close relation 
between the size (miles) of the railroad and the num- 
ber of graduates employed. 

“As previously pointed out, it should be borne in 
mind that the salaries recorded in Table I were all 
effective prior to the 15% cents per hour ($31.62 per 
month) increase awarded the non-operating groups 
by the arbitration board, effective September 1, 1947. 
As the April 1, 1946, award was retroactive to Janu- 
ary 1, 1946, and as it is reasonable to suppose that very 
few graduates were employed in the first three months 
of 1946, it follows that the period covered by the 
questionnaire was undisturbed by any general wage 
increase effective on the railroads. It also follows that 
the 15% cents award to non-operating groups, to- 
gether with the upward trend in living costs, will 





necessitate an upward adjustment from the salaries 
paid graduates in the first half of 1947, as reflected in 
Table I, to be comparable with salaries now paid 
engineers by the railroads and by industry in general. 

“A comparison of the salaries paid in 1946 with 
those paid in the first half of 1947 indicates an upward 
trend. The weighted averages for the two periods are 
$247 and $255, respectively. This upward trend is 
more pronounced in the minima than in the average 
paid, the weighted average minima for the two periods 
being $222 and $236, respectively. This trend is fur- 
ther evidenced by the fact that five roads employing a 
total of 15 graduates in 1946 paid seven of them less 
than $200 per month, and in 1947 four of these roads 
employed a total of 26 graduates with a weighted 
average minimum rate of $234. The fifth road did not 
employ a graduate in 1947, and in no case was the 
1947 rate less than $200. Fifteen reporting roads em- 
ployed graduates in both years. The minimum initial 
salaries paid by four of these were the same in 1947 
as in 1946, while on the other 11 the minimum salary 
was increased. In no case. was the initial salary re- 
duced. 

“Speaking generally, the salaries paid engineering 
graduates in the first half of 1947 averaged approxi- 
mately $255, with a maximum on four railroads ex- 
ceeding $300.” 


Of the 34 railroads answering the committee’s ques- 


tion, “Have you been able to secure enough graduates. 
at the rate you paid in 1946 and 1947 to meet your j 
requirements ?”, the committee said that two of the 


roads replied conditionally and that of the remainder, 
ten replied in the affirmative and 22 in the negative. 

According to the committee, several of the 32 roads 
answering its question as to what-starting salary is 





TABLE I.—NUMBER AND SALARIES OF ENGINEERING GRADUATES EMPLOYED BY RAILROADS IN 1946 and 1947 


Year 1946 Jan.—July 1947 
Total Number 
i Order ; Number Number 
Road No. As To Starting Salaries Starting Salaries 
Miles ; Still in Still ind" 7" ™ Still ine 
of Road Min. Avg. Max. Hired Service Min. Avg. Max. Hired Service Hired Servic 
8-1-47 -1— 8-1-47 
Be aynitieinte eis eatin eae es 5 227 227 227 17 10 227 227 227 20 18 37 28 
= ee Oe NR eae See re et ee 4 247 287 319 10 8 250 279 309 20 19 30 27 
ee ee ree ear ee 3 219 258 295 14 11 219 266 295 10 10 24 21 
PRS ce da tas se mabe, eave ee woes ra 11 220 255 295 16 13 240 257 260 7 Yj 23 20 
MBN reece eee eae Ee 17 179 278 335 4 4 231 289 340 17 15 21 19 
. eee aE a eee eae rere 12 200 268 308 rs 3 218 251 286 14 14 21 17 
ks woaiteyara. gears. can a Aie Stele tote ds 14 216 227 241 9 3 231 235 241 10 10 19 13 
<- EEERRN tea Pee ee ne CEO 13 230 254 280 13 8 230 236 260 5 5 18 13 
BPs oie weeny ase for 6 ne GR Rie eS 7 250 274 309 9 7 254 254 255 7 6 16 13 
BR ncre creo eh aite Gee tenes Mice isi 24 218 237 293 4 1 250 250 250 5 3 9 4 
ERGs Be oe ioc ee RI a Re hee nee 2 191 211 251 6 2 206 266 325 3 2 9 + 
OER cos Ran See tenn ha Bees rae 8 ie, me ee nae 3 200 241 300 7 7 7 7 
BeBe cea fore ate inte bie Blea eee ale geno 10 186 213 240 2 2 204 242 278 4 4 6 6 
BO castor te as ie re cae Sears OIE 6 ee aoe ate ae 291 291 291 6 6 6 6 
reais tin asthe tanner miner ain. 1 ane <gion ak bau 224 254 325 6 6 6 6 
BID seh cern te tens ano ONS eee ai 9 219 222 225 2 2 225 230 345 4 3 6 5 
"hE ts ear Per ere are ara eae 23 200 203 213 5 5 fret eae ae Seo arate 5 5 
BBS cP acsiacc is cctools Sea oro OS 33 210 210 210 1 sie 210 210 210 2 2 3 2 
St eee SAD Mee a es oe Be me 26 195 195 195 1 avers 265 265 265 2 1 3 1 
RES eey aah x oneerataee a ate te nator ack 32 250 250 250 2 2 ar ae Resa 2 2 
2d eee eee ny EUG ae: Cea 18 250 256 262 2 2 ore oes 3. 2 2 
Menke 5 aie icy Bee rw we me RAS OI 20 eel Ae ae ye 3 a 242 242 242 2 2 2 2 
Me Cele cenigs Giers Grate Bie cake aren aarees 22 170 194 218 Zz 2 ata Are: -"n 2 2 
MME exh oo fo cris Sade SN oneer sos Shane 25 ears ee eae Rete tee 225 245 265 2 1 2 1 
Meee ere rere ela P arnt eave, 31 225 225 225 2 1 eiale aos are Pe we 2 1 
bao See eRe Spay a ee 28 311 311 311 1 1 scsi Sas eee ware ite 1 1 
RM ee hegrad eh ie ennai 16 250 250 250 1 ar at — ecare am th 1 1 
2 RE IRR nee ere ee ae 27 enti a6 ae ee ee 200 200 200 1 1 1 1 
“co: EAS NER AAS rent mE ee rear ree ya | 231 231 231 1 1 1 1 
RMB scrcceale Nis 0 eran te crane aSio ihe elenee 29 250 250 250 1 1 1 1 
See irene irae ne aera Cay em en 30 225 225 225 1 1 5 1 
ER See a pene eer eee 15 225 225 225 1 1 1 1 
274 274 274 1 1 1 1 
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TABLE II.—MeETHODS USED BY RAILROADS IN RECRUITING ENGIN- 
EERING GRADUATES 
No. of Graduates 


Hired by Roads 


Number Indicated 
of Roads Total 
Method Using By Hired 


Method Metiiod by All 
Indicated Indicated Methods 


Application initiated by applicant..... 25 133 232 
Faculty member acting as intermediary 13 64 148 
Railroad representative interviewing 

prospect at school......ccccssccecs 10 70 181 
Contacted through friends........... 1 6 18 
By paid advertisements ............. 3 5 30 
Graduate interviewed at railroad office. 1 1 1 
Persons employed returning to service . 1 1 1 





TABLE III.—PROGRAM FOR SALARY ADVANCEMENT 


Average Starting Total Number 


Salary of Graduates Program 
Railroad No. for Salary 
Still in Advancement 
1946 1947 Hired Service 
Rrcass5un- 227 227 37 28 After 6 months $15 
After 12 months 25 

After 30 months 25 
- See 237 250 9 4 After 6 months 25 
1 Seen 210 210 3 2 After 6months 15 


After 12 months 25 
| Sees 195 265 3 1 After 6months 5 
After 12 months 10 
After 18 months 10 
Se ee 250 ae 2 2 After 6 months 25 
After 18 months 25 
After 12 months 25 
After 12 months 25 


— 
_ 





TABLE IV.—REASONS FOR THE INABILITY OF RAILROADS TO EMPLOY 
AND RETAIN ENGINEERING GRADUATES 


Total Number 
of Railroads 
Reason Giving the 
Reason Indicated 
Other industries pay higher salaries............... 14 
Lack of opportunity for advancement on railroads. . 8 
Lack - automatic or systematic promotion on rail- 
ER ea ho c6 ok eda ease as béue aes 
More stability of employment in other industries. .. 
Other industries have more attractive working con- 
SE COLE Chk anaxssaane saa chuGeaseceaes 
BS SS ee ee ean 
Lack of opportunity for advancement on railroad in 
other than the engineering department.......... 
ODMR RDT VOEEE. © oi cicic ss x0 6.0 eee cick weasels os 
Lack of special training courses................-. 
Shorter working hours in other industries......... 
Lack of personnel relations which would place em- 
ployee in work where his talents can best be exer- 
cised, thus insuring job satisfaction............. 
Lack of opportunity to establish normal family and 
A eae eae 
Lack of increases in salary commensurate with prog- 
PEE Geis bisGis Gino ooo anu disks poe a wie cs 
Higher deductions for Social Security than in other 
REN Re Reo oS csi ee OS SSSR OS 
Restrictions imposed by agreement with technical 
PPR AS Siac bai nob ais avis kb once uneewec 


mrmdw Woo RO 


_ ot 





required for the railroads to attract promising gradu- 
ates gave such wide ranges for starting salaries neces- 
sary that it was difficult to summarize results in an 
effective manner. Two railroads that gave ranges in 
excess of $50 were eliminated to permit more definite- 
ness in analyzing the replies. Of the remaining rail- 
roads, eight gave ranges that extended below $250, 16 
gave salaries between $250 and $275 and six others 
extended their range of salaries to $300. 

Methods of recruiting engineering graduates by in- 
dustry generally (not limited to railroads) were in- 
vestigated in a questionnaire sent out in May, 1946, 
by the committee to employers of engineers by the 
Engineers’ Joint Council Committee on the Economic 
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Status of the Engineer. The results, according to the 
committee, indicated that 70 per cent of employers 
send representatives to interview the prospect at school. 
Table II, which summarizes the methods used in re- 
cruiting graduates and the number so recruited as 
reported to the committee by 30 roads, indicates that 
only 10 railroads, or 30 per cent, recruited engineering 
graduates by this method, and that only 24 per cent 
of their recruits were so employed. The Engineers’ 
Joint Council Committee reported further that 51 per 
cent of the employers invite students to visit their 
plants at company expense. These facts, said the com- 
mittee, would indicate that the railroads are far less 
active in recruiting graduates than is industry gener- 
ally. 


One Road Used Aptitude Test 


Only one railroad stated that it used an aptitude 
test in determining the fitness of the graduate. Of the 
39 railroads replying to the committee’s question relat- 
ing to pre-graduate training, only 13 reported a vaca- 
tion training program for undergraduate students. 
However, of those not having a training program, four 
reported that they employ students during summer 
vacations. 

In reply to the committee’s question asking the roads 
whether they have a definite schedule for advancing 
the salary rate of newly employed graduates, 31 roads 
stated that they do not have such a schedule, or merely 
gave the answer “variable.” Seven railroads gave 
specific information in reply to this question—-which 
is presented in Table III. 

In reply to another question of the committee, nu- 
merous reasons were given as to why the carriers are 
unable to recruit a sufficient number of graduates, or 
to retain them permanently after employment. These 
are summarized in Table IV. 

With specific regard to this phase of its study, the 
committee presented the comments of six chief engi- 
neering officers. The comments of three of these 
officers were as follows: 

Chief Engineer of Railroad No. 25—“From inquiries 
and applications and some interviews it is thought that 
to attract men of reasonable ability and stability it 
is necessary that the railroads afford assurance of a 
definite schedule of advancement in rank and increase 
in salary over a definite period, and assurance that 
the engineering personnel will not be arbitrarily re- 
duced merely to effect a payroll reduction to accompany 
a recession in gross revenues, regardless of the current 
or prospective value of the individual to the railroad. 
The railroads are suffering from their policy of the 
past, and unless that policy is modified it is obvious 
that they will continue to suffer.” 

Chief Engineer Railroad No. 21—“In my opinion, 
the only way graduate engineers will be attracted to 
the railroads in the future is to have a minimum start- 
ing salary, with a graduated increase yearly or semi- 
yearly, up to a maximum in each class, and then pro- 
mote them to a higher class after serving a certain 
time as understudies to the higher class. This would 
necessitate closer cooperation between railroads and 
local colleges or universities, and a definite plan of 
programmed increase in compensation and promotion 
for the graduate.” 
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Chief Engineer of Railroad No. 11—‘“Our technical 
men are organized and that has had the effect of 
greatly restricting our activity along the lines of en- 
couraging engineering students to enter our service... 
Our greatest obstacle is our inability to advance college 
graduates owing to the restrictions imposed by seniority 
rules. If we were not so restricted, we feel that we 
would be able to attract more young men—possibly not 
enough. Outside concerns, such as the oil companies, 
states and municipalities, have drawn heavily from 
recent graduates. Possibly, within the next two or 
three years, we can look forward to an increasing 
number of college graduates and that might relieve 
our situation. Technical railroad employment offers 
attractive opportunities to young college graduates 
who have the characteristics of a railroader.” 


The College Questionnaire 


In the committee’s 1947 report reference was made 
to information collected on the salaries of engineers 
by the Engineers’ Council of Professional Develop- 
ment. That information, as of May 1, 1946, indicated 
that salaries paid inexperienced graduates ranged from 
$150 to $261, with an average of $206 per month. It 
was with the view of collecting more up-to-date in- 
formation in this regard, and limiting it to only civil 
engineering graduates, that the committee submitted 
its questionnaire to colleges and universities. Sixty-two 
such institutions answered the questionnaire; however, 
only 53 gave the information requested in such shape 
that it could be tabulated. 

Commenting upon its tabulation (Table V not in- 
cluded herewith) the committee said as follows: 

“Table V indicates that the average starting salary 
of the 955 civil engineering graduates reported on was 
$253, with a minimum of $175, and with 35 of the 
53 schools reporting maxima ranging from $300 to 
$600. The information furnished on railroad employ- 
ment covered such a small sampling that any conclu- 
sions from the college questionnaire as to,salaries paid 
to its graduates entering railroad service might be 
misleading. Only four colleges reported having as 
many as four graduates entering railway service, and 
the total reported by the 20 schools was only 53. The 
average starting railroad salary ($256) was practi- 
cally the same as the average of all the civil engineer- 
ing graduates reported ($253). A comparison of the 
maximum salaries indicates that the higher salaries, 
which presumably went to the better graduates, were 
paid by industry generally and not by the railroads.” 

Supplementing this part of its report, the committee 
presented representative comments from six colleges. 
Five of these were as follows: 

College 26—‘‘There is a general feeling among our 
engineering graduates that the railroad industry is not 
particularly interested in university graduates and that 
it has done little to make it an attractive engineering 
opportunity. I believe that this attitude could be easily 
changed by an aggressive recruiting program.” 

College 38—“There was a shortage of men in this 
area and the graduates took the high salary jobs. The 
railroads will have to pay $275-$325 in order to get 
graduates if the present trend continues.” 

College 24—“In spite of the fact that several roads 
visited us and offered men jobs, not one man accepted. 
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It was not just the higher wages offered by business 
and industry that attracted our men away from rail- 
roading. They disliked the seniority system which pre- 
vails, and felt it would interfere with incentive—not 
as much for the junior engineer as in the long run.” 

College 22—“We have definitely tried to encourage 
our men to take work with railroads, but with little 
success. The presertt men graduating are largely G.I.’s 
who have done a lot of traveling and want to settle 
down. Hence, the travel involved in the usual railroad 
job was not inviting to them. Men in former classes 
who have gone with the railroads all seem to be happy 
with their jobs.” 

College 31—“Although a number of railroads con- 
tacted this office in regard to hiring seniors, the major- 
ity involved an apprenticeship program in which the 
salary was considerably lower than that generally en- 
countered in other industries; therefore there was con- 
siderable reluctance among the students to accept this 
sort of work.” 





AID TO SNOW REMOVAL FORCES 


The Tructractor Division of Clark Equipment Com- 
pany, Battle Creek, Mich., has designed a special 
sweeper attachment, which can be used with its 
Clarktor “6” in the clearing of snow from station 








platforms, runways, etc. This device is a rotary 
brush operated by means of a power take-off from the 
tractor’s transmission. This unit is reported to be 
attachable in a few minutes. When not in use for 
snow-clearing purposes the tractor may be used in its 
normal activities. 
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APPRENTICESHIP TRAINING REVITALIZED 


Management and labor cooperate in the reorganization of the methods of instruction 
for mechanical department apprentices on the New York Central and the Union Pacific 


By EDWARD E. GOSHEN 


Assistant Director, Bureau of Apprenticeship, U.S. Department of Labor, 
and National Consultant on Apprenticeship in the Railroad Industry 
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FACING PAGE—(Top) Representatives of Union Pacific man- 
agement and labor and the general apprenticeship committee 
during the formation of a program at Salt Lake City. (Bottom) 
An apprentice class in session at the Beech Grove, Indiana, 
shop of the New York Central 





I. view of the fact that apprenticeship is the source of 
the vast majority of railroad mechanics, the slump in 
this indispensable activity during the war was nothing 
less than alarming. Getting back to normal in appren- 
ticeship activities has been, therefore, one of the first 
*musts” in the rehabilitation program. With the return 
of young men from military service in 1946 most of the 
railroads were able to increase the number of appren- 
tices employed to the prewar level. Because of the 
necessity to build up the depleted maintenance force, 
a movement is on foot to revitalize apprenticeship ac- 
tivities—to expand and modernize the apprenticeship 
system—so as to have under development continuously 
a sufficient supply of young men to meet all future de- 
mands of the shops for skilled workers. It is anticipated 
that all Class A railroads will eventually take part in 
this national program. 

Taking the lead in this movement have been the New 
York Central and Union Pacific. In this undertaking 
they have the enthusiastic cooperation of the Railway 
Employees Department, A. F. of L., and the system 
federations on these properties. Each of these roads, 
with its affiliated companies, has launched a system- 
wide apprenticeship program, modernized in every re- 
spect and conducted under centralized management- 
labor supervision and control. These systems have been 
officially registered with the Federal Committee on 
Apprenticeship, the national, joint management-labor, 
policy-making body on apprenticeship for the Bureau 
of Apprenticeship, U. S. Department of Labor. In plan- 
ning and establishing these systems, the industry has 
had the assistance of field representatives of the Bureau 
of Apprenticeship, the U. S. Office of Education, and 
state vocational authorities. 

The vast majority of the apprentices employed to- 
day on these systems are veterans. They are learning 
through both work experience and classroom instruc- 
tion to master the multitude of skills and the technical 
background required to keep the cars, locomotives and 
other rolling stock equipment in top-notch condition. 

The affiliated companies of the New York Central 
system, all of which are participating in the apprentice- 
ship system, are the New York Central lines, East and 
West; and the Michigan Central, Boston & Albany, 
Chicago River & Indiana, Indiana Harbor Belt, Big 
Four, Peoria & Eastern, the Grand Central Terminal 
and Cleveland Union Terminal. The Union Pacific 
system is one railroad, and the apprenticeship program 
is system-wide and conducted in all its major shops. 


Management-Labor Participation 


The apprenticeship system of each of these railroads 
is conducted jointly by management and labor. A gen- 
eral joint apprenticeship committee has been estab- 
lished by each railroad system to function in an advis- 
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ory capacity in carrying out the objectives sought. 
This committee represents management and the A. F. 
of L. system federations. Also established are local, 
joint management-labor committees which administer 
the apprenticeship systems in the individual shops. 
These local committees cooperate with and carry out 
the directions of the general committee. 

The apprenticeship systems now in operation in the 
New York Central and the Union Pacific shops were 
adopted in the early part of 1947. Expansion of these 
systems was under development before the end of the 
war, when apprenticeship activities were at a low ebb. 

The manpower curve since 1940 in the shops of these 
railroads has been similar to that in the shops through- 
out the industry. In 1940, the New York Central and 
Union Pacific had on the payroll in their shops approx- 
imately 17,300 skilled workers and 1,050 apprentices. 
While the number of maintenance mechanics increased, 
by 1944 the number of apprentices decreased 50 per 
cent. With the return of men from the military service 
in 1946, the number of apprentices was stepped up to 
approximately the prewar level. 

By the middle of 1947, as a result of the revitaliza- 
tion of apprenticeship, the total number of apprentices 
employed in the maintenance shops of these railroads 
had increased to 1,500—a gain of more than 42 per 
cent above the prewar figure. The number of appren- 
tices employed is based on the available and needed 
skilled manpower, with consideration being given to a 
reasonable opportunity for steady employment of those 
who complete their apprenticeship term. The usual 
practice has been to employ no more than the number 
of apprentices called for in the labor agreement in ef- 
fect on the property. In the event of an emergency 
need for skilled workers, the general apprenticeship 
committee of either railroad system may recommend 
an increase in the proportion of apprentices for the 
approval of management and the labor union. 


Types and Ages of Apprentices 


Both railroads employ two types of apprentices— 
regular and helper—and the New York Central em- 
ploys a comparatively small number of third type 
known as special apprentices. 

Regular apprentices are those who are usually new 
employees, with little or no previous experience and 
are usually young men recently graduated from high 
school. Helper apprentices are those who have had at 
least two years previous experience as helpers in one 
of the several shop crafts. Special apprentices are 
either graduates of engineering colleges or graduates 
who have had some engineering education. These ap- 
prentices are given the advantage of practical exper- 
ience as apprentices in preparation for supervisory 
positions. 

While the usual practice is to limit the upper age 
qualification of applicants for regular and helper ap- 
prentices to 21 and 35 years old, respectively, the age 
limitation has been liberalized in the case of veterans, 
who make up about 90 per cent of the apprentices em- 
ployed today by the New York Central and Union 
Pacific. Over 75 per cent of the 1,500 apprentices em- 
ployed in the shops of these two railroad systems are 
between 20 and 30 years old. Approximately 7 per cent 
of them are youngsters under 20 years old and about 
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the same proportion are between 30 and 40 years of age. 

Apprentices are learning through practical exper- 
ience on the job and classroom instruction the wide 
variety of skilled operations performed by craftsmen 
in the maintenance shops, including the trades of mach- 
inist, boilermaker, blacksmith, sheet metal worker, 
electrician and carman. For each craft a separate step- 
by-step work schedule is specified for apprentices, 
which is followed as closely as possible. A record is 
kept of each apprentice’s ability and progress in each 
of the various operations. 

In the shops apprentices are under the direct super- 
vision of foremen and journeymen to whom they are 
assigned. In each trade apprentices start with the simp- 
lest tasks and advance little by little to the more intri- 
cate, until they have mastered the skills required of 
all-round workers. They earn as they learn, and pro- 
duce while learning. Their wages advance every six 
months in accordance with a predetermined schedule. 
The term of apprenticeship for regular apprentices in 
each trade is four years; for helper and special ap- 
prentices, three years. 

In the large shops both the New York Central and 
the Union Pacific have an apprentice instructor as- 
signed to the shop itself, who teaches apprentices in- 
dividually while they are working on the job. This is 
in addition to the classroom instructors. 

The various operations taught apprentices in each 
trade are exemplified by the following work schedule 
for machinist apprentices in the New York Central 
shops. 











REGULAR HELPER 
WORK PROCESS APPRENTICE APPRENTICE 
Tool Room 1 Mo. 0 Mo. 
Lathe Work 3 Mos. 3 Mos. 
Shaper | 
Planer 3 Mos 3 Mos. 
Slotter J 
Drill Press 1 Mo. 1 Mo. 
Boring Mills 3 Mos 3 Mos. 
Milling Machines 3 Mos 3 Mos. 
Grinders 1 Mo. 1 Mo. 
Brass Room 2 Mos 2 Mos. 
Bench Work 3 Mos 2 Mos. 
Total 20 Mos. 18 Mos. 
Erecting Work 
Frames 1 Mo. 0 Mo. 
Shoe and Wedge 2 Mos 1 Mo. 
Guides 
Pistons 2 Mos. 1 Mo. 
eg ed 
a or’ 
Stud Work i 1 Mo. 1 Mo. 
Wheel and box tires 1 Mo. 1 Mo. 
Valves 
Valve gear 2 Mos. 2 Mos. 
Valve setting 
Rod Work 1 Mo. 1 Mo. 
Truck Work } 
Engine 2 Mos. 1 Mo 
Trailer 
Steam pipes 
Front end 2 Mos. 1 Mo. 
Units 
Throttles 1 Mo. 1 Mo. 
Stokers } 
Boosters S 3 Mos 2 Mos 
Water Pumps} 
Millwright, crane repairs 2 Mos. 0 Mos 
Air Brake Test Shed or Test Rack 2 Mos 2 Mos 
Welding 
Acetylene \ 
Electric Arc 6 Mos. 4 Mos. 
28 Mos. 18 Mos. 
Grand Total 48 Mos. 36 Mos. 


Note—Diesel machinist experience may be substituted for erecting 
work when available locally. 








In addition to the practical experience in the railroad 
maintenance shops, all apprentices are given classroom 
instruction in subjects related to the work on the job. 
They attend classes four hours a week during regular 
working hours and are paid the same rate they receive 
when in the shops. In the classrooms, which are located 
on company property, they are instructed by men who 
have had long experience in the mechanical trades in 
railroad shops, and have received from vocational edu- 
cational authorities instruction in the arts of teaching. 
The classrooms have been well equipped with desks, 
drawing tables, library cabinets, good lighting and 
ventilation. 

In planning the related instruction the New York 
Central and Union Pacific have had the assistance and 
cooperation of the U. S. Office of Education, and the 
Union Pacific has had the additional assistance of state 
vocational authorities in the various states in which 
the railroad operates, where classes are being estab- 
lished. This assistance has been rendered in developing 
instructional material, selecting, providing, and train- 
ing instructors, and supervising quality of instruction. 

In each trade there is a different curriculum in the 
school instruction applying directly to the work in that 
trade. A comprehensive curriculum, for example, is 
provided for machinist apprentices. It includes studies 
in the intricacies and problems pertaining to lathes, 
planers, tools, dies, taps, drills, reamers, gages, gears, 
valves, belts, pulleys, speeds, torsion, horsepower. 
lubrication and bench work. Apprentices are also 
schooled in drawing and reading blueprints, and in 
designing jigs and fixtures and machine parts to famil- 
iarize them with mechanical construction and operation. 
A schedule of home studies in mathematics, as it applies 
to the trade, is also provided. 

A set of technical reference books has been made 
available to all apprentices. In addition to this, refer- 
ence libraries for apprentices have been set up at each 
of the major points where apprentice training is given. 


Apprenticeship Agreement 


Before starting his training each apprentice signs 
an apprenticeship agreement which is also signed by 
an officer of the railroad employing him and a member 
of the local apprenticeship committee. Copies of the 
agreement are furnished the management and the gen- 
eral apprenticeship committee; and the names of ap- 
prentices indentured, with age, birthplace and other 
pertinent data are registered with the Bureau of Ap- 
prenticeship, which forwards copies of the data to the 
state apprenticeship agencies in states in which appren- 
tices are employed in railroad shops. 

At the end of his training each apprentice is awarded 


_a certificate of completion of apprenticeship. This cer- 


tificate corresponds with the diploma awarded a grad- 
uate of a university or school. It is evidence of his 
qualification as a journeyman, just as an engineering 
diploma is evidence of a college graduate’s qualification 
for a position as engineer. 

Applicants for apprenticeship are carefully selected 
and examined. Before passing on the qualifications of 
an applicant, he is given a series of tests to ascertain 
his scholastic background and any previous practical 
experience he may have had in a trade. 


(Continued on page 50) 
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DIESELS CHIEF TOOL IN ROAD'S IMPROVEMENT 


Kansas City Southern lengthens trains without cutting speed on 
tough hill districts; seven Diesels account for half of gross load 





A BOUT half of the gross ton-miles in freight service 
on the Kansas City Southern are currently being per- 
formed by seven road Diesel locomotives. Estimated 
to have replaced about 20 steam units, these locomo- 
tives not only make possible definite and substantial 
savings in operating costs compared with steam opera- 
tion—and despite rising wage, materials and fuel rates 
—but as well afford higher sustained road speeds and 
improved terminal-to-terminal schedule performance. 
To attain the maximum potential of the new Diesel 
power, the road’s management has experimented in- 
tensively with various combinations of units, train 


lengths, and assignments, in the course of which certain 
“guesses” were found to be faulty, while performance 
possibilities undreamed of were discovered in other 
directions. 

Virtually complete Dieselization of the K.C.S.’s 
main-line passenger service was made effective by de- 
livery of two additional 3,000-hp. Diesels from the 
Electro-Motive Division of General Motors Corpora- 
tion in November, 1947. Supplementing main-line 
Diesels are a growing number of road-switchers and 
switchers used partially in branch line and local main- 
line service. Due chiefly to the establishment of in- 



















Above—The “Southern Belle” is Diesel-hauled between Kansas City, Mo., and New Orleans, La. Shown is a 2,000-hp. Electro- 
Motive unit. Below—The “world’s largest Diesel locomotive’—an 8,000-hp. combination received from Fairbanks-Morse — shown 
during early months of operation, leaving Pittsburg with 107 loads. The four units were later split and added to 2,000-hp. units 
to form two 6,000-hp. locomotives. 
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Above—Electro-Motive freight Diesel on amp pit at Pitts- 
burg, Kan. Below — No. is one of two 6,000-hp. freight 
locomotives made up of half each of the original 8,000- na 
Fairbanks-Morse combination, plus a 2,000-hp. unit. 
Photo courtesy Ed Harlow, Fairbanks, Morse & Co. 





genious combination assignments, these units show a 
surprisingly high utilization ratio, despite short runs, 
light traffic and, in some instances, infrequent schedules. 


Costs Down; Loads Up 


K.C.S. cost data indicate an average saving of 40 
to 45 cents per 1,000 gross ton-miles by Diesel haulage 
of road freights, compared with steam operation, this 
figure being exclusive of fixed charges and deprecia- 
tion accruals. In July, 1947, Diesels accounted for 
55.5 per cent of the total engine-miles run on the 
road, compared with 12.6 per cent in July, 1946. Dis- 
tributions of engine-miles by type of power in these 
months was as follows: 





WHAT SEVEN DIESELS ACCOMPLISHED 


Seven 6,000-hp. road freight Diesels put in service on the Kan- 
sas City Southern, chiefly between Pittsburg, Kan., and Shreve- 
port, La., accounted for the greater part of the improved freight 
train performance for the entire road in August, 1947, compared 
with August, 1946, when road freights were entirely steam- 





hauled. 
Measurements August, 1947 August, 1946 
Gross ton-mi. per fght. 

5 are 58,897 45,959 
Gross ton-mi. per Diesel 

i a EN: wreewwns _ re re 
Gross train load, tons ... 3,083 2,761 
Gross Diesel train load, 

ere | eee 

Type July, 1947 July, 1946 
a eee 62,167 111,393 
rere ree 125,438 319,812 
DE She SeSeicWas ees 234,657 62,422 

BE Sanweb eredbeedew 422,262 493,627 


It is worthy of note that engine-miles in July, 1946, 
were 17 per cent higher than in July, 1947, while, in 
contrast, gross ton-miles moved were 4 per cent less. 

Significant average costs and operating performance 
for the entire fleet of locomotives on the road in July, 
1947, compared with the corresponding month of 1946, 
show the effect of the partial Dieselization achieved 
thus far: 


Measurement July, 1947 July, 1946 
Gross ton-miles ......... 595,965,112 571,283,071 
Cost per engine-mile ..... $1.3202 $1.2589 
Cost per 1,000 gross ton- 

er re ee $0.8318 $0.918 
Cost per passenger car-mile $0.1048 $0.1125 
Average number passenger 

care per WOH ......65..%. 6.97 7.27 
Average number freight cars 

per train (2 empty—1 

SD EMS ea rasp dews 54.36 47.98 


These cost reductions were achieved in the face of 
substantially higher wage, fuel and materials costs in 
1947 than in 1946. Cost of locomotive fuel in the two 
months, for example, was: 


Unit July, 1947 July, 1946 
Cost per ton OF GOO): kiss. . ces $3.84 $3.08 
Cost per barrel fuel oil ........ 1.813 1.28 
Cost per barrel Diesel fuel ...... 2.735 2.04 


The Diesel Fleet 


A roster of all Diesel-electric locomotives in service 
on the K.C.S. and its affiliated Louisiana & Arkansas* 
at the end of 1947 appears in Table I. Listed therein 
are a total of seven passenger locomotives (total of 
nine units); eight freight locomotives (total of 28 
units) ; four road-switchers; and 18 switchers. The 
K.C.S. system has four 6,000-hp., 4-unit, F-3 type 
freight Diesels scheduled for delivery in March, and 


* General and average data given in this article are for K.C.S. 
proper only, unless otherwise noted. 
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ten 1,000-hp switchers, due in May. All locomotives on 
order are of Electro-Motive manufacture. 

The road freight Diesels are assigned primarily to 
the 302-mi. bottleneck of the entire railroad—heavy- 
traffic, mountain territory between Pittsburg, Kan., and 
De Queen, Ark., comprising the second to fourth dis- 
tricts of the Northern division. Long noted for the high 
speed and reliable performance of its merchandise 
freight trains, geared to a highly competitive territory 
and to an exacting arrival timing at the Gulf ports 
which the K.C.S. was built primarily to serve, the rail- 
road has been faced with the necessity of running 
longer trains without sacrifice of speed and eliminating 
helper service, if today’s high unit costs are to be 
met. 

A user of passenger Diesel power since 1938, the 
road received its first freight Diesel in November, 
1946. Hailed as the “world’s largest Diesel locomotive” 
it was a four-unit, 8,000-hp. locomotive built by Fair- 
banks, Morse & Co., and was ordered by the K.C.S. 
for the purpose of pulling up to 5,000-ton trains at an 
average of 25 m.p.h., from Kansas City to the Gulf, 
without helper service. Since its delivery coincided with 
John L. Lewis’ coal strike, the locomotive was placed 
in revenue service immediately to save coal, and the 
planned dedication ceremonies had to be scrapped. On 
its first trip, this new acquisition pulled a 5,473-ton 
trailing load at an average speed of 22.9 m.p.h. over 
the 108 mi. from Heavener to Watts, a rough stretch 
over outlying spurs of the Ozarks, the grades of which 
are indicated on the accompanying profile. 

Several months of experimentation indicated that 
the maximum effectiveness of the big locomotive was 
severely limited by the length of passing tracks. Rather 
than extend sidings generally over the railroad, the 
management decided to spread the power thus ac- 
quired so as to increase train speeds and cut delays. 
First, the locomotive was cut into two double-unit 
locomotives of 4,000 hp. each. These proved not suited 
to the crucial mountain territory. Finally, two addi- 
tional 2,000-hp. units were purchased from Fairbanks- 
Morse in January, 1947, and were added to the 4,000 
hp. “splits” to form two 6,000-hp. locomotives. The 
latter were found most satisfactory for the district and 
traffic and are currently running “all over the rail- 





road,” though chiefly between Pittsburg and Shreve- 
Port, La. 

The 20 Electro-Motive freight units shown on the 
roster were received in the first half of 1947 and are 
currently being run in 6,000-hp. combinations between, 
chiefly, Pittsburg and De Queen, although they often 
handle No. 77 southbound, the ‘“Merchandise Special,” 
and No. 42, northbound, manifest freight, between 
Pittsburg and Shreveport, 429 mi. When idle time 
would otherwise accrue, these and the Fairbanks-Morse 
Diesels are operated through to and from Kansas City 
where they use Diesel facilities established jointly by 
the K.C.S. and Chicago, Milwaukee, St. Paul & Pacific. 

The remaining road freight Diesel power—a two- 
unit, 4,000-hp. Fairbanks-Morse locomotive—handles 
the entire manifest freight business on the L. & A.’s 
222-mi. line between Shreveport, La., and Dallas, Tex. 
Originally opened in 1932, in connection with trackage 
over the Missouri-Kansas-Texas, and in 1937 linked 
to 35 mi. of trackage over the Gulf, Colorado & Santa 
Fe, this comparatively new district of the system must 
fight hard for freight traffic. The single through train 
in each direction is handled with ease by the single 
Diesel locomotive. 


The Hill Country 


Of the four districts which comprise the Northern 
division of the K.C.S. (Kansas City and De Queen, 
433 mi.), the second and fourth pose the greatest physi- 
cal obstacles to train operation, as the profile indicates. 
It is in the battle against these grades and curves that 
the new freight Diesels score highest. 

The fourth district, between Heavener, Okla., and 
De Queen, Ark., 95 mi., lies in the Ouachitas group 
of hills, which, generally, are higher than the Ozarks. 
Rich mountain, over which the line passes, is reputed 
to be one of the highest points between the Appa- 
lachians and the Rockies. The summit of the K.C.S. 
at this point is 1,625 ft. above sea level, compared with 
Kansas City’s 800 ft. and Port Arthur’s sea level posi- 
tion. From Heavener to De Queen (the direction of 
preponderant traffic) southbound trains encounter two 
long ascending grades and two shorter rises, with a 
ruling grade of 1.2 per cent. From Zoe to Rich Moun- 
tain, 19 mi., where the road climbs 1,025 ft., there 








ROSTER OF DIESELS ON THE K. C. 8. SYSTEM 


PASSENGER ; 
Total Weight Tractive Units 
Road Wet. Order Force Pet : Date 
No. - No. (Lb.) (Lb.) Hp Loco. Builder Built 

1 21, 288,790 48,800 2,000 M.D Sept. '38 

1 22 293,200 49,500 2,000 E. M. D July ’39 

1 23 298,500 51,190 2,000 1 E. M.D June '40 

1 24 299,500 50,830 2,000 1 E. M. D Jan. '42 

1 25 298,500 A 2,000 1 E. M.D Jan. '42 

1 30 486,000 90 3,000 2 E. M.D Nov. '47 

1 31 486,000 90,000 3,000 2 F.M.D Nov. '47 

FREIGHT 

| 50 884,000 224,000 6,000 4 E. M.D Jan. °47 

1 51 884,000 224,000 6,000 4 E. M.D Jan. '47 

3 52-54 804, 224,000 6,000 At E. M. D May ’47 : 

1 60 1,000, 173,480 6,000 3 F-M Nov. '46-Jan. '47 
1 61 997,800 173,480 6,000 3 F-M Nov. ’46—Jan, '47 
1 62 689,200 115,000 4,000 2 F-M June '47 

es 
ROAD SWITCHER 
4 1110-1113 242,500 70,000 ,000 Alco Nov.-Dec. '43 
SWITCHER 

12 1200-1211 247,000 62,500 ,000 1 E. M.D Oct. '46-Jan. '47 
3 1100-1102 247,000 62,500 1,000 1 E. M.D May '39-Sept. ’41 
2 1125-1126 247,000 62,500 1,000 1 E. M.D. Jan. '42 

1 1150 199,227 60,520 600 1 Bald. Apr. '46 


*Originally E. M. D. No. 882 demonstration locomotive. 
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Ruling grades, ie 


Ruling grades, Pittsburg to Watts Ruling grades, Watts to Heavener. 
eT [ “North bound 1.7%, South bound 1.7% “a North bound 1.0% South bound |.0% > ‘ S to DeQueen North 
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Above — The critical hill country on the Kansas City South- 
ern lies between Pittsburg, Kan., and De Queen, Ark. Below 
— The Kansas City Southern-Louisiana & Arkansas system 


exists an almost continuous adverse grade varying 
from 1.07 to 1.2 per cent, with but one short break, and 
47 curves ranging from 1 to 5 deg. The assigned 
rating under favorable weather conditions for the 
6,000-hp. freight Diesels over this stretch is 4,350 
equated tons, compared with 3,070 tons for the G-1 and 
G-2 class articulated 2-8-8-0’s (125,000 Ib. tractive 
force) and 2,200 tons for the Class J 2-10-4’s (93,000 
lb. tractive force). 

Northbound from De Queen to Rich Mountain, 66 
mi., trains encounter numerous short grades, with a 
secondary summit at Hatton. The line rises from an 
elevation of 400 ft. at De Queen, a distance of 29 mi., 
to 1,260 at Hatton, drops by a series of humps to 900 
it. near Potter (18 mi. from Hatton), then ascends in 
two stages to 1,625 ft. at Rich Mountain (19 mi. from 
Potter). The ruling grade of the entire stretch is 1.35 
per cent, which opposes trains for a distance of 8.mi., 
Acorn to Rich Mountain, with numerous curves rang- 
ing from 1 to 5 deg. Helpers for steam-powered freight 
trains formerly ran through between Heavener and 
De Queen. 

While the southwestern spurs of the Ozarks pose 
stiffer ruling grades in both directions for the second 
district between Pittsburg, Kan., and Watts, Okla., 
108 mi., the duration of the adverse grades is less. The 


summit of the district is near Decatur, Ark., being. 


1,380 ft., compared with 910 ft. at Pittsburg and 925 
ft. at Watts. The ruling grade is 1.7 per cent com- 
pensated in both directions. Southbound, the ruling 
grade stretches south from Neosho, Mo., for 4 mi. 
accompanied by 5 curves ranging from 1 deg. 30 min. 
o 5 deg. Northbound the ruling grade of 1.5 per cent 
compensated up Goodman hill runs for 5 mi. with 9 
short curves ranging from 1 to 6 deg. 

Due to the existence of some four secondary sum- 
mits in the crucial 62-mi. stretch between Neosho and 
Watts, helper locomotives normally ran through be- 
tween these points. The 6,000-hp. Diesels, which cus- 
tomarily are not helped, are assigned a rating of 4,000 
equated tons southbound Neosho to Watts, and 4,380 
tons northbound Watts to Goodman. The correspond- 
ing ratings for the G-1 and G-2 class steam power are 
2,600 tons southbound and 2,750 tons northbound, and 
for the Class J locomotives, 1800 tons southbound and 
1,950 tons northbound. 

The degree to which the K.C.S. is obtaining maxi- 


44 (670) 





280 300 = 320 








MILES 
y Kansas City 
(| Kt 
Miss&ouURI Se 
KANSAS \ 













Pittsburg 


—-—— 7} 
———— ee - 
—_—_—_ 


vik cxans ad 


Fort Smith ( 


fn 





Rich Mountain 
Hatton 


i cain 


,, lexarkana 
Farmersville 


Dallas 






lake Charles 


Beaumont New Orleans 








Port Arthur 





mum utilization from its switchers and road switchers 
is illustrated by the working day of Locomotive No. 
1209, a 1,000-hp. switcher received from Electro- 
Motive late in 1946. Working out of Heavener, this 
unit rolled up 5,322 train-miles in July, 1947, con- 
trasted with a maximum availability in switching 
service (at the standard rate of 6 m.p.h.) of 4,464 mi. 
About 5 a. m., No. 1209*runs up the main line 12 mi. 
to Poteau, thence 28 mi. to Fort Smith, Ark., over the 
St. Louis-San Francisco. It performs all K.C.S. switch- 
ing at Fort Smith and returns to Heavener, where it 
goes to work switching until its run to Fort Smith next 
morning. 
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TO DEFEND AMERICA ABROAD— 





THWART SOCIALIZATION AT HOME 


The railroads are no separate "problem," but how the public treats them has a 
lot to do with national defense and the prevention of socialization of all industry 


By JAMES G. LYNE 


Co-editor, Railway Age, 
Executive Vice-President, 
Simmons-Boardman Publishing Corporation 





The threat of war takes first place in most people’s 
concerns—quite rightly too, because this country has 
never until now been menaced by a powerful antagon- 
ist wholly lacking any attributes of humanity. Nor 
can we assume that, if war comes, this continent will 
be immune to attack—as it has been since the War of 
1812, those backward days when it was considered a 
gruesome atrocity if a soldier robbed a hen-house. 
Evidence exists, however, that today’s antagonist— 
deaf as he is to ethics and reason—is not insensitive 
to a demonstration of superior military strength. Our 
safety then—either in keeping out of war or in win- 
ning it quickly if we are attacked—must lie in maxi- 
mizing our military power. Having been drawn into 
two disastrous conflicts because of our insistence on 
staying militarily so weak that the enemy was tempted 
to believe we could be licked before we would have 
time to arm, maybe we have learned that so-called 
“pacifism” is an invitation to attack rather than the 
road to peace. 


What Is Military Strength? 


The necessity for maintaining our military strength 
being recognized, the next question that arises is: In 
what does military strength consist? Not, certainly, 
merely in having a substantial army and navy and 
a lot of planes. Our enemies in the last two wars had 
more of most of these things than we did, at the start. 
They were licked because of this country’s unmatched 
industrial production. The secret of our military power 
lies in maintaining conditions which foster industrial 
expansion, and in abstaining from surrounding indus- 
try with restraints which discourage its growth. It is 
certainly no coincidence that the one big country in 
the world which, until recently, had a government 
which had participated least in economic activity was 
the one which developed production so prodigiously 
that it was able to overwhelm simultaneously two 
powerful enemies on opposite sides of the globe. 

If history can teach a people anything, it should by 
now have taught this nation that to allow government 
to invade our industry, which has grown organically 
from its own resources to such majestic strength, is 


: This article is adapted from an address delivered in the March 
22 week to the Advertising & Selling Club of Peoria, Ill., and the 
Rotary Club of St. Louis, Mo. 


Railway Age—Vol. 124, No. 14 





suicidal folly. Where on earth is there a transportation 
industry, or a steel industry, or mining industry, or 
a manufacturing industry run by government which is 
anything but an awkward imitation of these magnifi- 
cent industries on the North American continent? 

Nevertheless, despite all an indulgent Providence 
could possibly do to lead us and teach us the way to 
strength, to safety, and to plenty—-we are constantly 
yielding to temptation to cast away this bounty, and 
succumb to socialism which continually demonstrates 
its poverty and weakness as coriclusively as capitalism 
demonstrates its strength and plenty. This looks para- 
doxical, but only momentarily. The paradox is soon 
resolved when the socialist strategy is observed at 
closer range. It yields only ruin to the country as a 
whole, but to certain groups within the country it holds 
out immediate and tangible rewards—i.e., bribes. 

There are very few people who will favor socialism 
to capitalism as an abstract principle—and also very 
few, including managements of business, who will op- 
pose a federal power project if they think it will reduce 
their electricity bills at the expense of the federal treas- 
ury. Look at all the fervent capitalists among the propo- 
nents of public housing, and of toll-free waterways 
and superhighways! The principle of private initiative 
appeals to them as something to talk about, but the 
dollar they see transferred from the public till into 
their pockets is a mightier force than principle in 
determining their actual behavior. This is not a novel 
aberration of human character, but a very ancient one, 
often dwelt upon in literature—for example, old Doctor 
Faust selling his soul to the devil in return for the 
potency of enabling him to revert temporarily to 
youthful diversions. 

In this picture—of which it is up to business leader- 
ship to decide whether there will be a happy or disas- 
trous ending—the railroads are deeply involved, but 
not any more deeply than any other large industry. 
Only in this country, of all large nations, are the rail- 
roads still in private ownership. Elsewhere they have 
succumbed to socialism. And socialization of the rail- 
roads has been only a precursor to socialization of all 
other large business. It may be said, then, that the 
railroads in America represent the last stand of pri- 
vate enterprise in railroading. It may also be said that 
America itself represents the last stand of private 
enterprise in banking, in mining, in large-scale manu- 
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facturing—the very interests that experience shows 
must be kept in private hands if our industrial super- 
iority, and hence our military security, are not to 
vanish. If business leadership keeps on permitting 
further inroads of socialism into the transportation 
business—so that, at length, the railroads are unable 
to survive as private enterprise—then the railroads 
are going to have the cold comfort of a lot of company 
in their misery. 

There is, then, no “railroad problem,” as such, in 
this country. There is a problem of keeping all indus- 
try, including the railroads, strong and unsocialized. If 
any part of industry is damaged by socialist competi- 
tion, the injury afflicts aH of it and the whole body 
politic too. When the principle of free enterprise is 
violated—just as when robbery is committed—it is 
not only the immediate victim who is harmed; every- 
body is jeopardized whose safety depends upon the 
defense of the principle. 

On the tail side of a dime an ancient symbol ap- 
pears—a bunch of clubs with a headsman’s ax sticking 
out at the top. This is the fasces of ancient Rome—the 
symbol which taught the populace the true business of 
government, viz., to coerce people, to beat them, and 
to chop off their heads. This is still the central function 
of government—whether the government is a benign 
republic or a bloody tyranny. The difference between 
a good government and a bad one is that the bad one 
uses violence where there is no necessity for it in the 
interest of the safety of decent people. 


People Can Do for Themselves 


There is no reason for government to be asked or 
permitted to enter any endeavor where strong-arm 
tactics are not needed. People can feed, heat, clothe, 
house, and transport themselves without help from 
the government except that of jailing crooks and 
defending them against a foreign enemy. The people 
can do these things for themselves better without gov- 
ernment interference than with it. Government, in 
turn, will do its vital job of police work better if it 
does not try at the same time to feed, house, clothe, 
educate, nurse, heat and transport the entire popula- 
tion. A jack-of-all-trades can never be a master of one. 

One sovereign remedy will rescue our country, 
alike from its enemies abroad and from domestic chaos 
—namely, inviting the government to concentrate its 
attention on its police functions—thus giving the coun- 
try’s industry the opportunity to provide the sinews 
with which those police functions can be superbly 
performed. 

3ut government will not be able to limit itself to 
its proper functions if economic groups within the 
country cannot learn to cooperate voluntarily. Experi- 
ence has shown that domestic discord can be resolved 
by governmental coercion—and that such enforced 
cooperation is better than no cooperation at all. Musso- 
lini, after all, made the Italian trains run on time— 
but accepting him was an awful price the Italians had 
to pay for their unwillingness to learn how to cooper- 
ate voluntarily. j 

The desirability in the public interest of avoiding 
any excuse for government to invade and dominate 
industry would amply justify managements in greatly 
increasing their attention to problems of public and 
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employee relations. The railroads have experience, 
and not merely theorizing, to guide them in this situ- 
ation. They experienced coercive cooperation under 
government control in World War I—a control which, 
from 1916 to 1918, succeeded in increasing production 
of ton-miles by 12 per cent. They also had experience 
with widespread voluntary cooperation, based upon 
wholesale educational effort, in railroad operation in 
World War II—and in a comparable two-year period 
(1941 to 1943) production of ton-miles rose 53 per 
cent, or more than four times as much as enforced 
cooperation secured in World War I. If cooperation 
on so broad a scale is obtainable by voluntary action 
in car service with such productive results, is there 
any reason why similar intensive methods should not 
be equally applicable and successful in employee and 
public relations? 


Human Factor Is Vital 


Getting specialists in production to understand that 
their special work has no value except as it contributes 
to a larger goal is one of the big and baffling jobs 
which confronts all industry in its effort to establish 
and strengthen voluntary cooperation. It is the prac- 
tice of standard industry publications such as Railway 
Age to promote interdepartmental understanding by 
reporting the activities of separate departments in 
terms of the interest of the industry as a whole. For 
example, in describing a new locomotive or bridge, a 
technical description is given, of course, but, in addi- 
tion to that, information is also published to show 
how the new installation will make for better railroad 
service. This method of reporting is designed to en- 
courage all departments to look upon themselves as 
members of a team—no one of them with any objec- 
tive so important as the success of the enterprise as 
a whole. Similarly, in interpreting railroad concerns 
to the public, this paper seeks to do so in terms of 
the public’s interests, not merely in those of the rail- 
road industry. 

This approach to the discussion of industry prob- 
lems is general among the country’s standard industry 
publications—and is unquestionably one of the great 
forces making not only for technological advancement, 
which is generally recognized, but also for improved 


-dealing with the human factor, which is just as neces- 


sary to industrial progress as timely technical infor- 
mation. An industry publication which would neglect 
this vital organizational and human side of manage- 
ment’s problem would be failing in a large part of 
its responsibility. As the head of the Rockefeller Foun- 
dation observed not long ago: “We are discovering 
the right things but in the wrong order, which is 
another way of saying that we are learning how to 
control nature before we have learned how to control 
ourselves.” A conscientious press cannot ignore such 
warnings, the truth of which all discerning people 
must recognize. 

It is tangible technical objects which are easiest to 
tell about and which arouse the easiest interest—but 
unless the problems of public relations and employee 
relations are solved better in future than they have 
been in the past, then the time may come before long 
when there will be no technological progress to report. 
(Continued on page 50) 
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RECOMMENDS 15% CENTS FOR HOLDOUT OPS 


Emergency board adheres to pattern of wage settlements with other 
unions, but also proposes many rules changes for enginemen and yardmen 





Bicionoien to railroad employees in engine and yard 
service of the 15!4-cents-per-hour wage increase 
granted to other employees last fall has been recom- 
mended by an emergency board which has also recom- 
mended 15 working-rules changes, 13 of them favorable 
to the enginemen and yardmen and two along lines 
sought by railroad management. The recommended 
wage increase would be retroactive to November 1, 
1947, 

The board, consisting of Chairman William M. 
Leiserson, former chairman of the National Mediation 
Board, George E. Bushnell, chief justice of the Su- 
preme Court of Michigan, and-Professor William W. 
Wirtz of Northwestern University’s School of Law, 
was appointed by President Truman to investigate 
the dispute which brought the February 1 strike threat 
from the Brotherhood of Locomotive Engineers, 
Brotherhood of Locomotive Firemen & Enginemen, 
and Switchmen’s Union of North America. These 
three unions refused to go along on the settlement 
reached last November with the Order of Railway 
Conductors and Brotherhood of Railroad Trainmen. 
That settlement involved the grant of the 15'%-cents 
wage increase, which had been awarded by an arbitra- 
tion board to non-operating employees as of September 
1, 1947, and certain rules changes (see Railway Age 
of November 22, 1947, page 49 and December 27, 
1947, page 55). 


Two Rules Changes for Management 


Many of the rules changes recommended by the 
board would bring to enginemen and yardmen wage 
increases in addition to the 15% cents per hour in- 
volved in the report’s general recommendation. To 


railroad management the board would give a more 





CARRIERS ACCEPT BOARD'S 
RECOMMENDATIONS 


The three regional carriers’ conference committees on March 
29 jointly advised the President and the chiefs of the engi- 
neers’, firemen’s and switchmen’s brotherhoods that they would 
accept the recommendations made by the emergency board 
two days earlier. Carrier spokesmen said that while they de- 
plored so large an additional cost burden—estimated at ap- 
proximately $80,000,000 annually—they felt acceptance of the 
recommendations was in the public interest and in accord with 
the spirit and intent of the Railway Labor Act. 

The carriers advised the brotherhoods that they would meet 
with them at their convenience to make effective the 1514- 
cent hourly wage increase and the recommendations on rule 
changes. It is understood that the union heads will meet in 
Cleveland, Ohio, on April 5 to decide whether they should 
concur with the emergency board's fact-findings and arrange 
a meeting with the carriers, or whether they should strike 
when the 30-day “cooling-off” period terminates April 26. 
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flexible rule on the starting time for yard crews and 
a rule fixing time limits with respect to the presenta- 
tion and handling of claims and grievances under the 
Railway Labor Act. In dealing with the differing pro- 
posals with respect to so-called conversion rules, which 
relate to the handling of freight in passenger service, 
the board took occasion to chide the parties for failure 
to settle many of the rules issues through collective- 
bargaining procedures. 

“The board,” the report said, “was not asked, on 
this conversion rule issue, to resolve a question of 
principle. It was made, instead, the target for a barrage 
of conflicting arguments about a lot of little details. 
We were asked to find the answers to all these quibbles 
in a mass of evidence and testimony which covered 
230 pages of exhibits and 150 pages in the record... 
To use emergency board procedure in this fashion 
seems to us to defeat its purpose ... It is a mistake 
to call upon a board such as this, as part of an ‘emer- 
gency’ procedure, to spend its time trying to unravel 
a tangle of wrapping string. That these parties were 
not able to accomplish, by negotiation, even this little 
kitchen job is cause for real concern. 

“In our judgment this kind of failure has, so far as 
collective bargaining is concerned, malignant possi-, 
bilities. We do not want to labor the point. We should 
be derelict, however, if we did not give warning of 
what we consider a bad washout on the track ahead. 
We repeat that the weakening of collective bargaining, 
reflected in the form in which this conversion issue 
came to us, was manifest as well in too many of the 
other issues in this case. We urge upon the parties 
that they start revitalizing the cooperative element in 
their relationship by working out satisfactory settle- 
ments of those issues which cannot possibly be dis- 
posed of properly here.” 


Wage Issue Gets Brief Handling 


The board spent little time disposing of the wage 
issue which involved the unions’ demand for a 30 
per cent increase with a minimum raise of $3 per 
“basic” day. The recommended 15% cents per hour 
is the equivalent of $1.24 per “basic” day. The board’s 
discussion set out briefly the history of that phase of 
the controversy, and of the arbitration award to non- 
operating employees and the settlement with the other 
two operating unions. 

The unsettled wage demands of the three hold-out 
unions, it said, comprised “but the remainder of the 
1947 joint wage movement by the five operating or- 
ganizations.” Thus it rejected suggestions made at 
the hearings that some consideration should be given 
to rises in the cost of living since September, 1947. 
“This board,” the report continued, “cannot undertake 
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consideration of anything like a third round of wage 
increases. The 1947 joint wage movement represents 
the second round of wage demands since the end of 
the war, and we must confine ourselves to considering 
the request of the relatively small number of employees 
here involved as the culmination of the 1947 joint 
wage movement.” 

The rules issues before the board were set out in 
the Railway Age of February 14, page 51. Dealing with 
proposals of the unions, the board considered first 
those relating to freight and yard service. The pro- 
posal as to basic daily rates for engineers and firemen 
(helpers) in freight service was that the minimum 
in all classes of service paying freight rates be the 
rates applicable to locomotives weighing 250,000 Ib. 
on drivers. This would eliminate the first six steps in 
the present table of basic daily wage rates, making 
one rate for engineers and another for firemen on all 
locomotives weighing less than 300,000 lb. on drivers. 
Increases in these minimum rates would be in addition 
to the general increase (the recommended $1.24 per 
“basic” day). 

The board refused to go all the way, but it did 
recommend “that the minimum rates for engineers 
and firemen (helpers) used in all classes of service 
paying freight rates should be the rates presently 
applicable (plus $1.24) to locomotives weighing 100,000 
Ib. and less than 140,000 lb. on drivers; and that the 
rates for service on locomotives weighing 140,000 Ib. 
and less than 170,000 lb. on drivers should be the 
same as those presently applicable (plus $1.24) to loco- 
motives weighing 170,000 Ib. and less than 200,000 Ib. 
on drivers.” 

As to minimum basic daily rates for engineers and 
firemen in yard service, the unions demanded applica- 
tion of local freight rates, as those rates would be 
modified by the proposal to fix the minimum at the 
rate applicable to locomotives weighing 250,000 Ib. on 
drivers. Here again the board refused to go all the 
way, but it recommended the rates for through freight 
service be applied to yard service. The recommenda- 
tion read as follows: “That the table of rates presently 
in effect for through freight service (plus $1.24 and 
with the modifications in rules recommended above) 
should be applicable to engineers and firemen (helpers) 
in yard service, except that the rate for firemen 
(helpers) in yard service on locomotives weighing 
less than 140,000 Ib. on drivers should be $9.25 (plus 
$1.24) ; provided, however, that the existing differen- 
tials between the rates for firemen on steam locomo- 
tives and helpers on Diesel-electric and electric locomo- 
tives in yard service should be maintained.” 

With respect to minimum rates for hostlers, the 
board recommended that they be adjusted in line with 
the foregoing, i.e., that the minimum daily rate for 
inside hostlers be increased from $9.08 to $9.25, and 
that the rate for outside hostlers be raised from $9.76 
to $9.93, thus preserving the present 68-cent differ- 
ential over the inside-hostler rate. The minimum rate 
for hostler helpers would go up from $8.47 to $8.64 
in conformity with the plan of maintaining present 
differentials. “These rates will, of course, be subject 
to the general increase of $1.24 per day,” the board 
pointed out. 

The unions’ demand with respect to yard switch- 
tenders was that they be paid the yard brakemen’s 
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rate, which would boost them from $8.47 to $10.22. 
The board recommended only a 20-cent increase, from 
$8.47 to $8.67, to which the $1.24 general increase 
would apply. The unions proposed that the yard con- 
ductors’ differential over the rate for yard trainmen 
be not less than $1.50 per day. The present minimum 
differential is 85 cents, as recommended by a 1946 
emergency board; and the present board would leave 
it there. 

With respect to short turn-around passenger runs, 
the unions proposed that overtime be paid for all time 
on duty, or held for duty, in excess of six hours within 
eight consecutive hours. In effect, this would substi- 
tute a six-within-eight rule for the present eight- 
within-ten rule. The board recommended that the latter 
be changed to an eight-within-nine rule, and that other 
passenger-service-overtime proposals of both parties 
be withdrawn. 


More for Motormen 


As to the demand for additional pay for engineers 
or motormen for each additional motorized unit 
operated in multiple-unit passenger service, the board 
recommended that the basic daily rate of such engine- 
men and motormen be increased from $10.02 to $10.28, 
the daily guarantee remaining at $10.93. Here again 
the adjustment would be in addition to the general 
increase of $1.24 per day. “The effect of this recom- 
mendation,” the report said, “is to establish a rate 
which is higher than that sought by the organizations 
in so far as consists which include either one, two 
or three motorized units are concerned. It is, however, 
lower than the rate sought for consists with five or 
more such units.” 

The change proposed by the unions in regard to 
overtime in yard and hostler service called for time- 
and-one-half payments to extra men used on a second 
tour of duty in a 24-hour period. Regular men on such 
assignments now get time-and-one-half, but extra men 
get straight time. The board recommended that the 
proposed rule be adopted with a modification which 
would stipulate that straight-time rates would apply 
if the second tour of duty for extra men started 22% 
to 24 hours from the starting time of their first shift. 

The board rejected the greater part of the unions’ 
demand for minimum guarantees in passenger, freight 
and yard service; but it did recommend that engine- 
men who are used in other service than their assign- 
ment or their turns, because of the operation of 
schedule rules, “shall be paid not less than they would 
have earned on their assignments or if they had fol- 
lowed their turns.” With respect to the demand for 
pay for terminal delays, the board recommended that 
initial-terminal delays beyond specified periods in pas- 
senger service be paid for in addition to the mileage 
pay on the runs involved. The recommendation reads: 

“That initial terminal delay should be paid on a 
minute basis to engineers and firemen (helpers) in 
passenger service after one hour unpaid time has 
elapsed from the time of reporting up to the time that 
the train leaves the terminal, at pro rata rates accord- 
ing to the class of engine used in addition to the full 
mileage, except to the extent that terminal delay time 
is offset by overtime; but that the proposal be with- 
drawn so far as freight service is concerned.” 
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The recommendation as to pay for final terminal 
delay was: “That the employees’ proposed rule cover- 
ing final terminal delay should be adopted by the 
parties with a proviso that pay for delay should begin 
only after 30 minutes of unpaid time have elapsed.” 


Away-from-Home Time 


With respect to pay for time an engineman is held 
at an away-from-home terminal, the board recom- 
mended that the present rule be modified to eliminate 
the so-called “run-off” feature, i.e., the provision 
whereby payments for time spent away from home 
may be offset or “absorbed” by mileage made on the 
return trip to the home terminal. The unions had also 
proposed that the present rule’s provision for 16 hours 
layover time without pay in éach 24 hours be changed 
to a 12-within-20-hours plan. 

The so-called ‘conversion rules” proposed by the 
unions were dealt with by the board in conjunction 
with its consideration of management’s proposed rules 
for the handling of freight in passenger service. As 
noted above, that is where the board took occasion 
to complain that the parties had brought before it 
matters which should have been settled by collective 
bargaining. The recommendation on these matters was 


that the negotiating committees of the carriers and . 


unions undertake to work out a rule, or remand the 
subject to the individual properties. 

The board further recommended that these sugges- 
ted negotiations proceed upon the basis of acceptance 
of the following guides: That a rule be adopted which 
effects a conversion from through to local freight 
rates on the basis of a specific number of pick-ups or 
set-offs at different points; that the rule effect a con- 
version from through to local freight rates where 
station switching or switching at any other point is 
done in excess of what is agreed upon as representing 
the amount of such switching which is normal in 
through freight service; that the rule should effect a 
conversion from passenger or through freight rates to 
local freight rates for engine crews when any member 
of these crews is required to load or unload l.c.l. freight 
in any substantial amount (to be agreed upon) or 
where the time consumed in stops for the as ae 
unloading of l.c.l. freight by other than engine crew 
members exceeds a certain aggregate time limit (to be 
agreed upon); that the rule effect a conversion from 
passenger or through freight to local freight rates for 
the loading or unloading of company material by engine 
crews (or by other than engine crew members where 
Tunning time is involved) in conformity with the rule 
covering the handling of I.c.l. freight but with due 
recognition being given the operating necessities of 
the carrier companies; that the rule provide in general 
that no conversion shall be effected in rates of engine 
crews except in the cases specifically covered by the 
rule and particularly that no conversion shall be ef- 
fected as a result of certain types of freight or com- 
pany material being carried on the train where such 
freight or material is not loaded or unloaded during 
a particular crew’s run. 


What Unions Were Told to Drop 


As to the remaining union proposals for rules 
changes, the board recommended that they be with- 
drawn or left to collective bargaining. They related 
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to standardized wage rates throughout the country; 
nightwork pay differentials; premium rates for Sunday 
and holiday work; pay for deadheading at the rate 
applicable in the service deadheaded to or from; the 
designation of points for going on and off duty; the 
proposal that all pilots be engineers; eating and sleep- 
ing accommodations; flagging and throwing switches 
by enginemen; the proposal that enginemen and yard- 
men be paid for time spent in having their watches 
inspected and that carriers assume the cost of cleaning 
and repairing watches to meet their requirements. On 
the matter of a “saving clause,” the board recom- 
mended that any uniform agreement reached by the 
parties should contain such a clause to preserve any 
individual-road differentials or agreements considered 
more favorable than the general pact. 

The board opened its discussion of the carrier pro- 
posals with a reference to the refusal of the union 
representatives to offer evidence on any of them ex- 
cept one—that relating to the time limit on claims. 
The board called this union position “unwarranted and 
unfortunate,” and proceeded to say that it had never- 
theless given “full consideration” to each of the car- 
riers’ proposals. It went on to point out that those 
proposals as they related to passenger-service overtime 
and handling freight in passenger service had been 
disposed of in the recommendations covering union 
proposals as to the same matters. 

The concession which the board would give manage- 
ment on the matter of the starting time for yard crews 
is contained in a recommendation which said the parties 
“should negotiate and agree upon a rule which would 
permit the starting of extra crews and those which do 
not work in continuous service on schedules required 
to meet operating necessities, but which rule should 
recognize the justification for reasonable regularity in 
such starting times and the necessity, of settling this 
issue by collective bargaining rather than unilaterally.” 
The carriers stated that under the present rule extra 
crews might be started only during one of the three 
90-minute periods established for crews working in 
continuous service, except in the event of accident or 
storm. They contended that this precludes maximum 
utilization of yard locomotives and promotes inefficien- 
cy and waste. 


Time Limit on Claims 


The board’s recommendation for a time limit on 
claims is as follows: (1) That claims arising on and 
after May 1, 1948, be barred unless made in writing 
within 60 days; (2) that claims which arose prior to 
May, 1, 1948, be barred unless made in writing on or 
before November 1, 1948; that claims not disallowed 
within 6 months after presentation shall be paid unless 
conference is had thereon in which event the 6 months’ 
period shall be extended for 60 days; that a time slip 
shall be filed covering service performed in connec- 
tion with each claim; that the time-limit rule shall 
not apply to leniency cases. With these stipulations, 
the board approved the carrier proposal which also set 
out procedures for the processing of the claims. 

Carrier proposals with respect to the performance 
of switching service by road crews suggested that the 
rules should recognize the rights of management to 
establish and eliminate yard and engine service and 
to designate switching limits. The board recommended 
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that these proposals be remanded for further con- 
sideration by the parties. Another matter on which the 
board suggested “joint consideration by the parties” 
was the carrier proposal to recognize management’s 
right to establish inter-divisional runs. 

The board made no recommendation on the carriers’ 
proposal to place limitations on payments for time lost. 
The proposal was that where payments are made for 
time lost, any earnings made in other employment dur- 
ing the time out of service shall be deducted from the 
amount due. The report said there was “no question” 
in the mind of the board that “the broad equities re- 
quire an offset of earnings during the period of lay- 
off.” It added, however, that “this whole issue is thrown 
into doubt by the serious question which has been 
raised as to the legal authority of the (National Rail- 
road) Adjustment Board to ‘consider matters outside 
the property’ in computing damages where an employe 
is wrongfully held out of service.” 

The board cited Award No. 11670, dated September 
18, 1947, by Referee Thomas F. Gallagher, who, it 
said, “directed attention to the limitations imposed by 
the Railway Labor Act upon the scope of the Adjust- 
ment Board’s inquiry, its functions and jurisdiction.” 
The report added that Referee Gallagher had supported 
his determination with a quotation from the January 
22, 1941, report of the attorney general’s Committee 
on Administrative Procedure. The present board, the 
report continued, “is in no position to pass upon an 
issue involving a question arising under the law from 
which the Adjustment Board derives its authority” ; 
and thus it “cannot make any recommendations.” 

As to the remaining carrier proposals, the board 
recommended that they be withdrawn. They related 
to the use of trainmeh and yardmen to couple and un- 
couple air hose and release air brakes; proposals that 
train and engine service employees should have no 
claim to man work-service equipment, such as inspec- 
tion motor cars and self-propelled roadway and shop 
equipment and machines; the proposed rule to stipu- 
late that the use of train-service employees for flagging 
in connection with maintenance of way and construc- 
tion work shall be within the discretion of manage- 
ment; and the proposed limitation on so-called run- 
around payments. 





To Defend America Abroad 


(Continued from page 46) 


Management which is alert to its responsibility and its 
opportunity just cannot fail to see that intensified 
application of methods which promote greater human 
understanding and cooperation is industry’s most im- 
portant job today. 

To get people to cooperate—the first requirement 
is that their purposes be honest and not predatory. 
Once that requirement is met, the next job is to give 
the different groups which must work together the 
information without which they cannot cooperate even 
if they want to. A third requisite is that persons in 
positions of leadership give an example of adherence 
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to the principles in which they profess to believe— 
not asking those in subordinate positions to make 
sacrifices of immediate self-interest in loyalty to prin- 
ciple which those in positions of authority are unwill- 
ing to make, first. 

The danger our country faces is doubtless very 
great. The railroad industry is deeply involved, but 
not more so than practically all other large-scale enter- 
prise. Effective means of coping with the danger are, 
-however, quite evident and are within reach of every 
American. The Spanish philosopher Ortega twenty 
years ago remarked that “today it has become neces- 
sary to stir up an exaggerated sense of responsibility in 
those capable of feeling it.” The passage of two dec- 
ades has not diminished the timeliness of that warning. 


a 





Apprenticeship Training 
(Continued from page 40) 


The care with which apprentices are selected today 
is stressed by F. K. Mitchell, general superintendent, 
motive power and rolling stock, New York Central, 
in an article which appeared in a previous issue of 
Railway Age. “These boys we must have”. Mr. Mitch- 
ell says, “are not the run-of-mine kind. They will have 
to be above the average in all respects. We are expect- 
ing to develop them, not just into ordinary mechanics 
but into engineering mechanics....These same boys 
are going to have to be the ones to pick up a thorough 
working knowledge of the many new devices which 
will come into use during their lifetime—electronics, 
the gas turbine, jet propulsion and perhaps even the 
atomic engine.” 

During their training apprentices are examined be- 
fore each period of advancement. Tests are given not 
only on their manipulative skills but on their class- 
room studies. A careful record is kept currently of the 
progress of each apprentice in his work on the job 
and im the school. This record is maintained by the 
apprentice instructor in cooperation with the local 
apprenticeship committee. Periodic reports based on 
these records are furnished by the local committees to 
the general committee. 


Committee Functions 


In addition to the duties mentioned, the general 
apprenticeship committee of each railroad system deter- 
mines policies on all matters related to the apprentice- 
ship system. Included among its duties are the deter- 
mination of rules and regulations in administering the 
program; registering memoranda with respect to ap- 
prenticeship agreements; preparing reports on the pro- 
gress of apprenticeship activities, and transmitting 
copies of the reports to the Federal Committee on 
Apprenticeship. 

The chairman and secretary of the general appren- 
ticeship committee of the New York Central are 
respectively T. J. Lyon, superintendent of equipment 
Lines East, and J. Reiber, who is also secretary of 
System Federation No. 103. The other members of the 
committee are I. W. Martin, assistant to the general 
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superintendent of motive power, J. A. Brossart, assist- 
ant to the general superintendent of rolling stock; F. 
MacPhillamy, superintendent of power, Grand Central 
Terminal; O. M. Beck, secretary of System Federation 
No. 54; L. J. Wiegand and J. J. Fitzgerald, presidents 
respectively of System Federations Nos. 54 and 103. 
Serving as consultants to the committee are James A. 
Morrison, field representative, Bureau of Apprentice- 
ship, and E. M. Claude, U. S. Office of Education. 

The members of the Union Pacific general ap- 
prenticeship committee are F. J. Hason, chairman, 
engineer locomotive and car maintenance; F. W. 
Burke, secretary, president of System Federation No. 
105, I. A. of M.; L. J. Schnavely, mechanical inspect- 
or; E. E. Murphy, general electrical and A. C. in- 
spector; L. R. Seeley, asst. general boiler inspector ; 
R. J. McGan, general chairman, International Brother- 
hood of Electrical Workers; J. W. Kaiser, general 
chairman, Brotherhood of Railway Carmen of Amer- 
ica; F. F. Rauber, general chairman, International 
Brotherhood of Boilermakers, Iron Ship Builders and 
Helpers of America. Consultant members of the com- 
mittee are James G. Russell, field representative, 
Bureau of Apprenticeship, and N. B. Giles, U. S. 
Office: of Education. 

The provisions of both apprenticeship systems, which 
are set forth in writing, are approved and signed by 
officers of the railroads and railway unions, as well as 
by William F. Patterson, director, Bureau of Appren- 
ticeship, who also represents the Federal Committee 
on Apprenticeship. The signatures affixed to the New 
York Central program are L. W. Horning, vice-presi- 
dent in charge of personnel; F. F. Riefel, vice-president 
and terminal manager; and the above named presi- 
dents of the two system federations. The Union Pacific 
program is signed by John Gogerty, general superin- 
tendent of motive power and machinery; and by the 
following labor representatives: F. W. Burke, Roy J. 
McGan, J. W. Kaiser and Floyd F. Rauber, George 
F. Barna, International Brotherhood of Blacksmiths, 
and William T. Ziesel, Sheet Metal Workers Inter- 
national Union. 


Success of Programs 


Among the apprentices employed in the shops of the 
New York Central and Union Pacific systems since 
the first part of 1946, only about 2 per cent of their 
number have left the companies. The few who have 
left have done so, in most instances, because they or 
their families found it necessary to move to some other 
part of the country. While some of them entered a 
different trade, they were the exception. The majority 
of those leaving quit during the first year of their 
training. 

This extraordinary record of continuous employment 
has been due largely to the thoroughness in the selec- 
tion of apprentices, the enthusiasm with which those 
employed are inspired during their training, and the 
opportunities in the offing after reaching the status 
of full fledged craftmanship. The background of prac- 
tical and theoretical experience acquired through ap- 
prenticeship is a steppingstone toward a worthwhile 
career in which they will receive a substantial wage 
and reasonable security even during periods of econo- 
mic depression. 





Railway Age—Vol. 124, No. 14 






That the apprenticeship systems in operation in the 
New York Central and Union Pacific shops have 
proved to be outstandingly successful is beyond ques- 
tion. These companies, which have been leaders in the 
revitalization of apprenticeship in the industry, are 
setting an example for the other railroad “systems. Of- 
ficers of both companies are enthusiastic in their ap- 
praisal of the program. 

With regard to the program of the New York 
Central, L. W. Horning, vice-president, has this to say: 
“Through the program now in operation the New 
York Central has unified, formalized and brought un- 
der centralized control the apprentice training methods 
and procedures in the maintenance shops throughout 
the system. In the modern shop, the training of ap- 
prentices must keep pace in every particular with 
engineering advancement. The modernized unified pro- 
gram of apprenticeship established on our entire sys- 
tem is designed to assure us of that objective. 

“The New York Central System has always been 
an enthusiastic advocate of apprenticeship. Its first 
apprenticeship program was established in 1872. Teach- 
ing young men to work intelligently with their hands as 
well as their heads will fulfill a great need of modern 
industry and will greatly benefit those in training.” 

In appraising the Union Pacific program, vice- presi- 
dent P. J. Lynch states: “The Union Pacific has a 
background of three-quarters of a century of exper- 
ience in apprentice training and has always been on 
the alert for improvements in this-all-important under- 
taking. The plan of apprenticeship now in operation is 
modernized in every respect. The comprehensive, well 
organized program is proving to be outstandingly 
successful. The establishment.of the general apprentice- 
ship committee with the cooperating local committees, 
shop and classroom instructors, assures us of uniform- 
ity and coordination of procedure and administration 
never before possible. Added to that is the joint partici- 
pation of management and labor which is an im- 
portant factor in the success of the plan.” 





This New York, New Haven & Hartford derrick is used to remove 
snow and ice when not working on derailed cars and locomotives 
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GENERAL NEWS 


Suggests Why Loadings 
Are Below 1947 Level 


Kendall blames weather and 
break in commodity prices 


Speculating as to why this year’s 
freight-car loadings have thus far re- 
mained below the 1947 level, Chairman 
Warren C. Kendall of the Car Service 
Division, Association of American Rail- 
roads, has suggested that some part of 
the drop was due to weather conditions 
during January and February and the 
break in commodity prices. Mr. Ken- 
dall’s comment was made in his latest 
monthly review of the “National Trans- 
portation Situation.” 

“For the first 11 weeks of 1948,” he 
said, “the revenue car loadings showed a 
decrease of 4 per cent under the cor- 
responding period of 1947. The national 
forecast of the Shippers’ Advisory 
Boards for the first quarter (13 weeks) 
estimated an increased loading of 3.5 per 
cent in carioad traffic. Some part of 
this loss in loading compared to 1947 is 
due to the extreme winter weather 
which affected the New England and 
New York area over a sustained period 
in January and February. 

Effect of Grain Price Drop—‘Probably 
more of the loss, however, is due to 
unforeseen failure of certain traffic to 
move during this period. For example, 
the reduction in carload traffic has been 
for the first 11 weeks 241,202 car- 
loads under 1947. Of this 139,562 repre- 
sented loss in grain and grain products, 
52,265 forest products, and 47,646 live- 
stock. There is a large volume of grain 
available to move and undoubtedly the 
break in commodity prices affected the 
movement of that traffic. It will be 
(noted) that the carloadings of manu- 
factured articles have not dropped off 
compared to the corresponding period 
of last year up to this time.” 

Meanwhile, Mr. Kendall had given 
first place in his review to the effect on 
loadings of the coal miners’ strike which 
had got under way March 15. “This 
work stoppage,” he said, “means in and 
of itself a drop of 20 to 25 per cent in 
total railroad carloadings”; and, if it is 
prolonged, “the reduction will be even 
greater due to the closing down of in- 
dustries dependent on coal or fuel pro- 
duced from coal for their opera- 
tion.” Noting that the 1948 revenue 
coal loadings as of March 6 were only 
about 25,500 cars below those of the 
comparable 1947 period, the C.S.D. 
chairman said they “would have caught 
up to the 1947 figure by the end of 
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March were it not for the interruption 
of production.” 


Commenting on the “renewed pro- | 


gram for Car Service Rules enforce- 
ment,” Mr. Kendall said that, despite 
unfavorable weather, “some progress” 
was made during February in building 
up the supply of cars on owners’ rails. 
He again called attention to the chart 
prepared by C.S.D. to aid shippers in 
selecting cars for loading in accordance 
with the rules. Supplies of the chart 
may be obtained from C.S.D.’s dictrict 
managers or from its Washington, D. 
C., headquarters. “To the extent that 
home cars on line can be increased, 
there will be accomplished a general 
upgrading of cars available for ship- 
pers,” Mr. Kendall said. 

New Car Production—Later on he re- 
viewed the February production of new 
freight cars, noting that it was slightly 
behind the total reached in January, 
reasons given being unfavorable operat- 
ing conditions, particularly the wea- 
ther. He put the February total of 
freight cars installed by all railroads 
and all car lines at 8,463, including 7,278 
installed by Class I roads and railroad 
owned and controlled refrigerator car 
lines. “Thus,” Mr. Kendall continued, 
“the production was still considerably 
below the desired goal of 10,000 cars.” 
At the same time, however, he pointed 
out that February was the fourth con- 
secutive month in which production 
of new cars exceeded retirements. 

The net gain for the month was 3,122 
cars, making a total gain of 13,156 cars 
for the four months. This reflects net 
additions of 6,674 box cars, 8,709 hop- 
pers and 234 refrigerator cars, and a 
net loss of 1,713 gondola cars. 

Pointing out that the backlog of 
freight-car orders is being maintained 
at the equivalent of a year’s produc- 
tion at the 10,000-car monthly rate, the 
C.S.D. chairman also called attention to 
the fact that 1,596 locomotives were on 
order as of the end of February. This 
order situation, he suggested, is “con- 
tinued convincing evidence of the de- 
sire of the railroads to equip themselves 
to properly serve their patrons as rapid- 
ly as conditions will permit.” 

Mr. Kendall’s usual review of equip- 
ment conditions by types of cars in- 
cluded further references to the effect of 
the coal strike on loadings of open tops. 
Prior to the walkout, he said, the load- 
ings of hopper cars, including commodi- 
ties other than coal, had been showing 
a slight increase over last year. With 
respect to gondola cars, he reported 
that the shortage is “general”; and it 
may necessitate the postponement until 
















































next year of part of present construction 
programs, “particularly in road build- 
ing.” 

There has been “little change” in the 
flat car situation, Mr. Kendall said, add- 
ing that demands are still “heavy” in 
the Central Western area to which it 
has been necessary to move a “consider- 
able number” of flats from the South 
and Southwest to protect the movement 
of agricultural implements. As to cov- 
ered hoppers, practically all of those 
loaned out by owning railroads during 
the winter months have been recalled to 
meet “increasing demands for certain 
shipments” on construction programs. 

The demand for box cars “continues 
heavy with sfringencies, particularly for 
high grade cars, reported in various 
sections of the country.” Meanwhile, 
however, the supply of auto device and 
parts cars was described by Mr. Ken- 
dall as being “sufficient to satisfactorily 
protect current requirements.” And the 
supply of stock cars “is more than am- 
ple to meet requirements.” Increased 
loadings in recent weeks have kept the 
supply of refrigerator cars “tight in all 
the heavy producing areas, particularly 
in the nomhern regions where extreme 
cold weather and snow have hampered 
car movements, de-icing and loading 
operations.” When Mr. Kendall pre- 
pared his review, reefer shortages were 
reported in Idaho, Washington, Wis- 
consin, Minnesota, North Dakota and 
Iowa. 

The average turn-around time for 
all freight cars in February was slight- 
ly more favorable than in January— 
15.27 days as compared with 15.53 days. 
The freight-car-detention figures indi- 
cated that 16.02 per cent of the cars 
placed in February were detained be- 
yond the 48-hours free time. This com- 
pared with 16.42 per cent for the pre- 
vious month and for February, 1947. 
For the first two months of 1948 the 
percentage of detention was 16.54 as 
compared with 17.29 for the same pe- 
riod last year. 


Susquehanna Commuters Now 
Obtain Tickets through Mail 


Commuters using the New York, Sus- 
quehanna & Western may now obtain 
and pay for their commutation tickets 
by mail, it has been announced by J. 
C. Allen, general passenger agent. This 
service is available to users of 14-, 46- 
and 60-trip tickets. Commuters desiring 
to use this service were requested to 
specify the points between which a 
ticket is to read and the number of 
rides desired and include checks cover- 
ing the prices of the tickets. 
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Would Leave F.E.C. 
In Hands of A.C.L.- 


Commission, in 6-to-5 decision, 
affirms April, 1947, findings 


Making a fourth supplemental report 
with respect to the plan of reorganiza- 
tion for the Florida East Coast, the In- 
terstate Commerce Commission, in a 6- 
to-5 decision (has affirmed its modified 
findings of April 8, 1947, at which time 
it approved a plan to permit that road’s 
merger or consolidation with the At- 
lantic Coast Line. The commission’s 
latest action in the Finance Docket No. 
13170 proceeding, in which Commis- 
sioner Johnson, director of the Office of 
Defense Transportation, participated, 
was embodied in a March 25 report 
and order, which denied, upon further 
hearing, petitions for the modification 
of the F.E.C. plan under section 77 of 
the Bankruptcy Act. The dissenting 
opinion was written by Commissioner 
Mahaffie, who was joined in his ex- 
pression by Chairman Lee and Com- 
missioners Miller, Splawn and Mitchell. 

As reported in Railway Age of May 
24, 1947, page 1072, the commission’s 
third supplemental report (dated April 
8, 1947, but made public May 20) was 
a reversal of an earlier finding in 
which control of the F.E.C. would have 
rested in the St. Joe Paper Company, 
which is controlled by the Alfred I. du- 
Pont estate. Such a finding had been 
recommended in a proposed report sub- 
mitted by Examiner R. H. Jewell, as 
noted in Railway Age of June 29, 1946. 
The third supplemental report also in- 
cluded a dissent by Commissioner Ma- 
haffie, who was joined by Commission- 
ers Miller and Splawn. Commissioner 
Lee, who was not chairman at the time, 
agreed in part to the dissent, while 
Commissioners Mitchell and Barnard 
did not participate in the disposition of 
the proceedings. 

Dissenters Fear Delay—In the conclud- 
ing remarks to his latest dissent, Com- 
missioner Mahaffie recommended vaca- 
tion of the April 8, 1947, order and ap- 
proval of a plan “substantially in ac- 
cordance” with that recommended by 
Examiner Jewell. “That would permit 
the property to be reorganzed,”’ he 
said. “The report now issued is more 
likely merely to prolong the contro- 
versy.” 

The proceeding was ordered reopened 
for further hearing by the commission 
last October, following the receipt of 
petitions filed by St. Joe, Southern, 
Seaboard Air Line, Railway Labor 
Executives’ Association, Brotherhood of 
Railroad Trainmen, New York Trust 
Company and various security holders 
and Florida municipal and civic organi- 
zations. Replies to the petitions were 
filed by the A.C.L., a committee for 
first and refunding mortgage 5 per cent 
bonds, and Senator Claude Pepper, 
Democrat of Florida, among others. 
Both the Seaboard and Southern op- 
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posed control of the F.E.C. by the A.C. 
EL. 

Responding to various contentions 
raised by opponents to the F.E.C.-A.C. 
L. merger with respect to the legality 
of the approved plan, the commission 
held that the merger meets the require- 
ments of section 77(b) of the Bank- 
ruptcy Act, in addition to being fair 
and equitable and compatible with the 
public interest. 

“Nothing in the statute provides that 
the transferee corporation referred to in 
subsection (b) must be a corporation 
to carry out the plan; or must be a 
member of the debtor’s system; or that 
the merger must be veluntary; or that 
there must be a foreclosure sale,” it 
said. “On the other hand, the statute 
without qualification states that we may 
approve a plan which provides for ‘the 
merger or consolidation of the debtor 
with another corporation,’ and that the 
court may confirm that plan, even over 
the objection of dissenting creditors. 
We conclude that the legality of the 
approved merger plan is affirmed by 
the language of the statute, and that 
section 77 empowers this commission 
and the court to execute the approved 
merger plan.” 

Provisions Unchanged—The commission 
also found that the record does not jus- 
tify revision of the previous estimate of 
future normal-year income, in the value 
for reorganization purposes, or maxi- 
mum permissible capitalization, nor in 
the finding that the approved merger 
plan meets the reauirement of fair and 
equitable satisfaction of the claims of 
the debtor’s first and refunding bond- 
holders. 

“Under the approved plan,” it con- 
tinued in part, “the debtor’s bondhold- 
ers will have a substantial voting in- 
terest in the Coast Line stock. Their 
interest will amount to 15.38 per cent 
of all Coast Line stock. This stock 
ownership will secure to these bond- 
holders a substantial participation in net 
income earned by the Coast Line in the 
future. In view of our finding that the 
Coast Line’s future operating prospects 
are more favorable and bear promise of 
being more stable than those of the deb- 
tor under independent operation, it is 
our opinion that these bondholders, 
through their ownership of Coast Line 
securities to be allocated to them, will 
have a better opportunity of recouping 
the losses which they will sustain in 
the reorganization than if they were to 
control and manage the debtor’s prop- 
erty as an independent carrier without 
the support of a strong trunk line car- 
rier of proven financial stability. In any 
event, the securities to be issued under 
the approved merger plan could be con- 
verted into an immediate profit of 
handsome proportions by the majority 
bondholder (St. Joe Paper Company), 
probably the next largest bondholder 
(Lynch interests) and, in fact, all of 
the bondholders except those relatively 
few . . . who purchased their holdings 
in the solvent days of the railroad.” 

The commission also asserted that the 








requirement that the plan be “fair and 
equitable” is satisfied if the creditors of 
the debtor receive Coast Line securities 
which are the “equitable equivalent” of 
the securities which they would re- 
ceive under an independent reorganiza- 
tion of the debtor. At the same time, it 
added that “this proceeding is a most 
unusual one in that, contrary to the 
situation in the ordinary reorganization 
in bankruptcy, the preponderance of the 
creditors, instead of suffering losses, 
will reap substantial profits.” 

Priority of Creditors — Commissioner 
Mahaffie, meanwhile, based his dissent 
on the so-called Boyd Case, Northern 
Pacific Ry. Co. v. Boyd, 228 U. S. 482, 
decided April 28, 1913, in which, he 
said, the Supreme Court of the United 
States reaffirmed what is generally 
known as the strict priority rule. “Un- 
der that rule,“ he said, “a junior credi- 
tor or stockholder cannot benefit from 
assets being administered in bankruptcy 
proceedings unless all claims having 
priority are first fully satisfied. That 
principle has been consistently followed 
in subsequent decision. I think it ap- 
plicable here. And that if it be applied 
the acquisition now sought by the. . 
Coast Line cannot be approved.” 

The A.C.L., as an applicant seeking 
to acquire the property being reorgan- 
ized, is, according to Commissioner Ma- 
haffie, certainly in no more favored 
position than would be the holder of a 
junior claim or a_ stockholder. The 
creditors under the plan now approved 
receive much less in value than the face 
of the claims, he said, adding that the 
majority relies on the theory that the 
creditors are entitled to receive only 
the equivalent of the face amount of re- 
organization securities “as fixed by us, 
which equivalent may be, and in this in- 
stance is, very much less in market 
value than either the face of the claims 
or the value of the property for reor- 
ganization purposes ($40,500,000) as 
found by this commission.” 

The latter figure, the dissenter wrote, 
is based on the commission’s estimate 
of normal future earnings and is some- 
times described as the “capitalizable 
value” of the property. “The effect of 
the finding is that securities of that to- 
tal amount may properly be issued in 
the reorganization,’ he went on. “The 
report attributes to the Coast Line se- 
curities to be paid for the property a 
value of approximately $31,000,000. The 
question presented is whether the per- 
sons who normally would be .entitled to 
receive the $40,500,000 of securities 
found by us to be properly issuable and 
the resulting control of the property 
may be required to give up that con- 
trol and to accept instead Atlantic Coast 
Line securities having a value much 
less than that amount.” 

The dissenter also noted that the rec- 
ord, in his opinion, supports indepen- 
dent ownership and operation by local 
people, rather than acquisition by the 
A.C.L., as being in the public interest. 
“The representatives of the persons 
served by the railroad, of those em- 
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ployed by it or otherwise dependent on 
it for a livelihood, and of the owners of 
its securities all have to be disregarded 
rather completely in order to arrive at 
the conclusion as to the public interest 
which the report reaches.” 

C. McD. Davis president of the A.C. 
L., was in Washington when the deci- 
cion was made public. At a press con- 
ference he said that he hoped the com- 
mission would certify the plan promptly 
to the court and that the court would 
act promptly on it. 


R.R.. Freight Car Program 
Must Come First—Faricy 


In this time of “potential national 
peril” the program of the railroads for 
building more freight cars to increase 
essential carrying capacity “simply must 
come first” in any proper allocation of 
scarce materials for civilian use, Wil- 
liam T. Faricy, president of the Asso- 
ciation of American Railroads, said in 
Boston, Mass., before a recent meet- 
ing of the New England Shippers Ad- 
visory Board. 

“In the war just closed,” he contin- 
ued, “the railroads were called upon to 
carry 90 per cent of the war freight and 
97 per cent of organized military travel. 
At the war’s end, the railroads found it 
necessary to retire and dismantle many 
freight cars which had been kept in 
service beyond their economic life. At 
the same time they undertook to replace 
them, and more than replace them, with 
new cars. For reasons familiar to every 
business man, it has not been possible 
to get new cars built as fast as old 
cars had to be scrapped, so that today 
there are 40,000 fewer freight cars in 
service than there were at war’s end.” 

Recalling the years during the depres- 
sion when railroads had hundreds of 
thousands of surplus freight cars, and 
were frequently “lectured and scolded 
upon the sin of being overbuilt and the 
folly of having prepared themselves to 
handle more traffic than the country 
would ever see again,” Mr. Faricy said: 
“Suppose we are wrong about the possi- 
bility of war and shall have the peace 
for which the whole world longs? Still 
all these freight cars which we are 
trying so hard to get will be needed... 
Our population is growing. That means 
more people to be fed and clothed and 
housed, more people to travel, more 
goods to be shipped. That is the trans- 
portation challenge we must meet, 
whether we have war or whether we 
have peace.” 


Three Roads Fined 


The Interstate Commerce Commis- 
sion has been advised that judgment in 
the amount of $400 was entered against 
the Minneapolis, St. Paul & Sault Ste. 
Marie in the federal district court for 
Minnesota on March 16. The judgment, 
according to the commissioner’s notice, 
was the result of a penalty suit brought 
against that carrier charging it with 
having violated a commission service 
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order prohibiting the use of “RS” type 
refrigerator cars for the transportation 
of empty beer containers without hav- 
ing first secured permits. 

The Interstate Commerce Com- 
mission announced March 15 that it 
has been advised that the trustee of the 
Chicago, Rock Island & Pacific pleaded 
guilty on December 8, 1947, to a one- 
count information charging it with vio- 
lating the commission’s regulations by 
coupling a locomotive to a freight car 
placarded “explosives.” The notice said 
that the court imposed a fine of $200. 

The Interstate Commerce Commis- 
sion has been advised that the Northern 
Pacific pleaded guilty to an information 
in two counts charging with having 
violated the commission’s explosives 
regulations by placing freight cars 
placarded “explosives” too close to loco- 
motives. According to the commission’s 
notice, a fine of $200 was imposed upon 
the carrier in the federal district court 
at St. Paul, Minn. 


F.R.P. Joins Atomic Program 


The Federation for Railway Progress 
has signed an agreement with the Uni- 
versity of Chicago whereby the federa- 
tion will contribute to the cost of the 
institution’s atomic research program, 
according to William C. MacMillen, Jr., 
the federation’s president, in an address 
before the Western Society of Engi- 
neers in Chicago on March 16. Assert- 
ing that “it would be less surprising to 
discover that atomic power could revo- 
lutionize our present concepts of rail- 
roading than it was to discover that we 
could harness atomic energy in the 
first place,” the speaker explained that 
under its agreement with the Univer- 
sity, the federation and its members 
will establish a fellowship to help pay 
for the work carried on by the Institute 
for Nuclear Studies, the Institute of 




























Robert M. Hutchins, chancellor of the University of Chicago, looks on as William C. 


Metals and the Institute of Radiobi- 
ology and Biophysics, where basic re- 
search in the commercial use of atomic 
discoverits is being conducted. 

In return for its contribution the 
federation and its members will receive, 
said Mr. MacMillen, “exclusive, ad- 
vance reports on’ all developments of 
interest to the railroad industry in the 
atomic field.” The reports, prepared by 
scientists engaged in the atomic pro- 
ject, will “evaluate the significance of 
research findings as they affect the rail- 
roads.” 


Now Gets Truck Rights Given 
“Inadvertently,” Then Voided 


The Interstate Commerce has re- 
cently granted the Santa Fe Trail 
Transportation Company certain “all- 
motor” truck-operating rights, which it 
let that subsidiary of the Atchison, 
Topeka & Santa Fe have once before, 
and then revoked the certificate on 
the basis of a finding that it had been 
“inadvertently” issued. The dissents of 
Chairman Lee and Commissioner 
Rogers were noted, while Commissioner 
Patterson did not participate in the dis- 
position of the proceeding. 

The certificate now reinstated will 
authorize Trail to conduct operations. 
supplemental to the Santa Fe’s rail 
service in the Silver City, N. M., area, 
and “to serve, without auxiliary-or-sup- 
plement restrictions, Fort Bayard, Fier- 
ro, and Hanover, as off-route points and 
all intermediate points on New Mexico 
Highway 180 between Silver City and 
Santa Rita in respect of traffic moving 
to and from Albuquerque and points on 
applicant’s Denver, Colo.,-El Paso,. 
Tex., route north of Albuquerque.” 

The protestant against this authority 
was Tipton Freight Line (now Silver 
Freight Line), a connecting trucker 
with which Trail has been interchang- 






MacMillen, Jr., signs the atomic research agreement 
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ing the all-motor traffic at Silver City. 
That interchange, as described by the 
commission, involved rebilling, reload- 
ing and back-hauling ; and the shipments 
were often further delayed because of 
the failure of the trucks to make con- 
nections. These conditions were found 
to comprise “unusual circumstances” 
which warranted a departure from the 
commission’s basic policy of not author- 
izing railroad affiliates to conduct unre- 
stricted all-motor services. 

“The public,” the report said, “is en- 
titled to adequate motor service though 
not necessarily a single-line motor serv- 
ice when a reasonably adequate inter- 
line service is available. Here, how- 
ever, we have an interline service that 
has not been satisfactory to the public . 
. .. We are convinced that the arrival 
of applicant’s vehicles at Silver City 
after the departure of Tipton’s local 
delivery trucks is not due to design but 
to unfavorable operating conditions en- 
countered by applicant east of Silver 
City. Why the local delivery trucks 
could not leave Silver City at a later 
time and thus improve present interline 
service is not explained. However, this 
is a situation beyond the control: of ap- 
plicant and for which it and the public 
should not be penalized. Tipton’s par- 
ticipation in Jong-haul traffic from, for 
example, Denver, is confined to less 
than 12 miles out of a total haul of 
some 728 miles. Moreover, we do not 
believe that applicant should be re- 
quired to interchange relatively long- 
haul all-motor traffic with Tipton for 
the extremely short hauls in the Silver 
City area with consequent delays occa- 
sioned thereby.” 

The proceeding was docketed as No. 
MC-30605(Sub-N. 47), and it has 
been the subject of four reports prior 
to the full commission’s present report 
on reconsideration. Trail’s original ap- 
plication sought rights on two other 
New Mexico routes as well as those on 
the Silver-City-Santa Rita route here 
involved. This was denied in a March, 
1945, report by the commission’s Divi- 
sion 5. Then came a further hearing at 
which Trail amended its application to 
confine it to the Silver City-Santa Rita 
route; and out of which came a favor- 
able joint board report and recom- 
mended order. 

The latter was not stayed by the 
commission, no exceptions having been 
filed within the time specified; and the 
commission served interested parties 
with a May 14, 1946, notice that the or- 
der recommended in the joint board’s 
favorable report had become effective 
May 3, 1946. Thereafter, however, the 
commission extended until June 30, 
1946, the time for filing petitions for 
reconsideration, and Tipton filed such a 
petition on the deadline day. That peti- 
tion was granted and the resultant re- 
consideration brought forth simultan- 
eously two more reports by Division 5— 
one revoking the certificate which it 
found had been “inadvertently” issued, 
and the other finding that public con- 
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venience and necessity did not require 
the operations proposed by Trail (see 
Railway Age of March 1, 1947, page 
475.) 


General Railway Signal Net 
Income $583,182 Last Year 


Net income of the General Railway 
Signal Company last year totaled 
$583,182, equal, after preferred divi- 
dends, to $1.40 a share on 331,051 com- 
mon shares, according to the recently 
released annual report. Net income in 
1946 amornted to $194,644, equal to 23 
cents a share. Paul Renshaw, presi- 
dent, in a letter to the stockholders 
dated February 17, said that with the 
recently improved flow of raw mate- 
rials the backlog of unfilled orders, 
many of long standing, has been re- 
duced to a more normal figure. ‘““There 
are sufficient orders on hand,” he add- 
ed, “to operate at capacity for the first 
half of the year and beyond, if railway 
purchases are not curtailed.” 


W. R. Eastman Elected 
To Controllers Group 


William R. Eastman, controller of 
the Wabash since October, 1945, has 
been elected to membership in the Con- 
trollers Institute of America. The in- 
stitute, founded in 1931, includes in its 
membership executives of 3,022 Ameri- 
can companies in every branch of in- 
dustry. 


Burlington Introduces 
New R.P.O. Car to Public 


A new streamlined stainless steel rail- 
way post office car, embodying the latest 
improvements in design and facilities 
recently worked out by a joint com- 
mittee of representatives of the rail- 
roads and the Post Office Department, 
was introduced to the public and to 
postal personnel on March 25 at Chi- 
cago. The new car—recently turned out 
by the Budd Company, Philadelphia, 
Pa.—provides, according to one of the 
postal officials present, “the finest work- 
ing conditions in history.” 

This latest in R. P. O. cars was 
exhibited at Chicago’s Union Station 
alongside the replica of the first car 
in the country designed to permit the 


sorting of mail en route, which was 
placed in service on the Hannibal & 
St. Joseph (now part of the Burling- 
ton) in 1862. 

The railroad entertained at luncheon 
a number of representatives of the rail- 
way mail service. Among those who 
commented informally were Paul Aiken, 
second assistant postmaster-general, and 
his deputy, John D. Hardy. The latter 
noted that 100 R. P. O. cars embody- 
ing the new specifications are in opera- 
tion or in the course of construction. 


National of Mexico Plans New 
Union Station in Mexico City 


The National of Mexico will build a 
new union station in Mexico City, with 
work scheduled to begin this year, ac- 
cording to Foreign Commerce Weekly, 
a publication of the United States De- 
partment of Commerce. Plans call for 
the installation of modern facilities for 
the expeditious handling of a large vol- 
ume of passenger, mail, baggage and 
express traffic. Although it is reported 
the contract for the construction of 
these facilities probably will be awarded 
to Mexican firms, the project will af- 
ford numerous opportunities for sup- 
plying materials and equipment required 
in such a structure. Interested Ameri- 
can firms are invited to contact the 
Ferrocarriles Nacionales de Mexico, 
Edificio Bolivar, Calle Bolivar 19, 
Mexico, D.F., Mexico. 


Strike Halts Chicago North Shore 
& Milwaukee Service 


A walkout of about 60 per cent of 
the employees of the Chicago North 
Shore & Milwaukee on March 28 
brought all passenger and freight oper- 
ations over the 138-mi. electric line to 
a standstill. Some 72,000 passengers, 
mostly commuters, normally use the 
service daily. 

The work stoppage is the result of 
two separate strikes. The Amalgamated 
Association of Street, Electric & Motor 
Coach Employees of America, repre- 
senting 475 maintenance-of-equipment 
employees and motor-coach operators, 
had sought a 20-cent hourly wage in- 
crease and changes in 6 working rules. 
A Presidential emergency board on 
February 14 recommended a 15%4-cent 





The Burlington introduced this new railway post office car, manufactured by the Budd 
Company, to the public and to post office personnel with an exhibition and lunch on March 
25. The car is 85 ft. long and of stainless steel construction 
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hourly wage increase, retroactive to 
September 1, 1947, and action favor- 
able to’ the union on 5 of the 6 rule 
changes (see Railroad Age of March 
13, page 53). 

The second striking group is made 
up of about 300 clerks, towermen, tick- 
et agents and dining-car employees who 
seek a 15'%4-cent hourly wage increase, 
which amount was recommended by an 
emergency board on January 28, 1948. 
These employees are represented by the 
Brotherhood of Railway & Steamship 
Clerks, the Order of Railroad Teleg- 
raphers, and the Hotel & Restaurant 


Employees’ International Alliance & 
Bartenders’ International League of 
America. 


The North Shore has rejected the 
boards’ recommendations in both in- 
stances, asserting its inability to meet 
the increased payroll out of railway 
operating revenues. More than 80 per 
cent of the road’s revenues are derived 
from passenger traffic, and although 
operations for 1947 produced a net loss 
of $95,971, the Illinois Commerce Com- 
mission has been dilatory in the author- 
ization of fare increases sought by 
the company. Since November 1, an in- 
terim increase of 10 per cent has been 
allowed on commutation tickets, pend- 
ing completion of hearings on a re- 
quest nearly a year old for increases 
averaging 20 per cent. 

The Office of Defense Transportation 
has authorized the Chicago & North 
Western to restore 14 weekday steam 
trains—discontinued in compliance with 
Order No. 69—on its line closely par- 
alleling the North Shore between Chi- 
cago and Milwaukee, Wis., to afford 
additional service to the area affected 
by the strike. 


M.P. Drops Air Service Plans 


Because the Civil Aeronautics Board 
has denied two applications of the Mis- 
souri Pacific for authority to operate 
pick-up and delivery air service in its 
own territory, that road has asked the 
federal court at St. Louis, Mo.. for per- 
mission to terminate Eagle Air Lines, 
a proposed air subsidiary. It is under- 
stood that the M. P. made no pur- 
chases of equipment for the planned 
service. The board’s action, the road 
states, is “no doubt in keeping with 
its past policy of not granting operat- 
ing permits to surface transportation 
carriers.” 


Benefit Payments Drop Slightly 


In January, for the first time in more 
than a year, the amount of retirement 
and death benefit payments made to 
railroad workers and to the beneficiar- 
ies of railroad employees declined from 
the previous month—from $19,365,000 
during December to $18,850,000—ac- 
cording to the March issue of the Rail- 
road Retirement Board’s “Monthly Re- 
view.” 

Unemployment claims, however, in- 
creased about 10 per cent during the 
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month, and the number and amount of 
unemployment benefit payments rose 
approximately 14 per cent. Severe wea- 
ther conditions, it was stated, were 
largely responsible for the unemploy- 
ment increase. The “Review” also re- 
vealed a 13 per cent boost in reported 
illnesses. 

Commenting on a study of the effect 
of the 1946 amendments upon the 42,- 
542 retirement annuities awarded in 
1947, the board stated that 14,745 dis- 
ability annuities, or 35 per cent of the 
total number of annuities awarded, 
“could not have been made under the 
old law and 8,698, or 21 per cent of the 
total, would have been made in smaller 
amounts.” The number of annuities 
awarded in 1947 was 53 per cent greater 
than in 1946. 


Conclude Hearings on Sale 
Of Federal Barge Lines 


The House committee on interstate 
and foreign commerce has concluded 
hearings on proposed legislation pro- 
viding for the disposal of the transpor- 
tation facilities of the Federal Barge 
Lines, operated by the government- 
owned Inland Waterways Corporation. 
Presentations made at the closing ses- 
sions were those of H. E. Parker, presi- 
dent of the Warrior & Gulf Navigation 
Co., a subsidiary of the United States 
Steel Corporation, T. P. Brent, presi- 
dent of the Mississippi Shipping Com- 
pany, and Harry Trustin, city commis- 
sioner of Omaha, Nebr. Railroad pre- 
sentations were among those made at 
earlier sessions, as reported in the Rail- 
way Age of March 6, page 59. 

Mr. Brent, a former federal man- 
ager of the government-owned barge 
line, urged sale of the F.B.L. proper- 
ties on a credit basis, adding that 
“when you ask for all cash, you won’t 
find anybody who will pay it.” Accord- 
ing to Mr. Brent, approximately 95 of 
the 200 barges and about seven of the 
20 tow boats owned by the government 
line are salable. He also stated that 
Missouri-river interests are “unduly 
alarmed” by fears that sale of the line 
would hinder development of that river 
channel for navigation. At the same 
time, he said that employee morale on 
the F.B.L. was low, adding that “you 
can’t build up an organization under 
civil service.” The personnel and pro- 
perties of the F.B.L., he said, are “get- 
ting gray-headed .. . and stale.” 

Mr. Parker further identified himself 
as vice-president and general manager 
of the Warrior River Terminal Co., 
I.W.C.’s railroad subsidiary which pro- 
vides the connecting link between the 
Warrior river, and the Birmingham, 
Ala., industrial district. He also is 
president of the Birmingham Southern, 
a subsidiary of United States Steel, 
which operates a terminal line serving 
steel plants and other industries in the 
Birmingham district, over which the 
Warrior River Terminal connects with 
trunk lines at Ensley, Ala. 

According to Mr. Parker, the I.W.C., 








because it is not a “going” concern, 
should not continue as a government 
enterprise. “I don’t see why the tax- 
payers should support a losing concern: 
for the benefit of the individual sec- 
tions,” he declared. “If it’s performing 
service for individuals, why shouldn’t 
those individuals pay for it, instead of 
the taxpayers?” He also asserted that 
the existing law makes it impossible 
to sell the I.W.C. properties “even it 
it were an attractive investment.” 

Mr. Trustin described past and po- 
tential river terminal and dock develop- 
ments in Omaha, which he said involved 
expenditures of about $250,000 of muni- 
cipal funds, and told the committee that 
the F.B.L. should be permitted to con- 
tinue operations on the Missouri until 
such time as privately owned barge lines 
would guarantee to provide the service 
now offered. Industrial development of 
the west, he contended, has increased 
with the institution of the barge-line 
service. 

In this connection Representative W. 
C. Ploeser, Republican of Missouri, and 
chairman of the House Small Business 
Committee, has announced that he in- 
tends to do “everything” within his 
power to see that whatever disposition 
is made of F.B.L., there will be guaran- 
tees for the continued service and de- 
velopment on the Missouri. Mr. Ploe- 
ser’s views, made public in Washing- 
ton, D. C., on March 29, were set out 
in an open letter to the Kansas City, 
Mo., Star and the Omaha, Nebr., 
World Herald. 


Hearing Set on Time Bills 


Public hearing will be held April 13 
by a Senate interstate commerce sub- 
committee on proposed amendments to 
the standard-time law which are em- 
bodied in pending bills introduced by 
the subcommittee’s chairman, Senator 
Reed, Republican of Kansas and Sena- 
tor Overton, Democrat of Louisiana. 
Senator Reed said that his bill, $.2226, 
was introduced at the request of 
the Interstate Commerce Commission 
vhich has been recommending in its an- 
nual reports for several years that 
Congress amend the time act so as 
fully to occupy the legislative field res- 
pecting standards of time to be ob- 
served throughout the country. 

The Reed bill would provide that 
the standard time of the zones created 
by the commission would be the “stand- 
ard measure of time for all purposes.” 


Reservation Recorder Installed 
In Grand Central 


A rotary reservation recorder which 
permits clerks to see unreserved train 
space at a glance was placed in opera- 
tion on March 25 by the New York 
Central at its metropolitan-area cen- 
tralized reservation bureau in Grand 
Central Terminal, New York. If it 
proves as successful as anticipated, its 
use will be extended to other cities, E. 
E. Pierce, general passenger agent, an- 
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nounced and five more units will be in- 
stalled at Grand Central. 

The new recorder, designed by the 
Wassell Organization, Inc., of West- 
port, Conn., seats eight reservation 
clerks and will be used to control all 
Pullman sleeping car space for the 
“Twentieth Century Limited,’ the 
“Commodore Vanderbilt,” the “Ad- 
vance Commodore” and the “Water 


Level Limited” from New York to 


Chicago and for six sleeping cars of 
these daily trains returning from Chi- 
cago. 

The recording table has three re- 
volving drums, each carrying 28 sepa- 
rate panels. Each of the panels repre- 
sents a train and is blocked out for the 
number of cars in the train. Round 
holes are provided in each car block 
for every reserved accommodation in 
the car. When the sale of space begins 
a peg is in place in each hole in every 
panel. The types of space are indicated 
by different colored pegs and as each 
unit is sold its peg is withdrawn by the 
clerk, who writes the name of the re- 
server on a diagram card filed adjacent 
to the panel. The panels provide im- 
mediate visual knowledge of reserva- 
tions for the ensuing 28 days, the pe- 
riod in which reservations are most ac- 
tive. Reservations for the following 28 
days are made on diagram cards filed 
next to ‘the panel. Diagram cards to 
record reservations after 56 days — 
generally the least active group — are 
filed in trays on top of the unit. 


Canadian Vessels Can Continue 
Carrying Ore Between Lake Ports 


President Truman has signed the re- 
cently-enacted Senate Joint Resolution 
172, which authorizes vessels of Cana- 
dian registry to transport iron ore be- 
tween United States ports on the Great 
Lakes during 1948. 


P. R. R. Strike Deferred 
By Firemen and Enginemen 


The strike against the Pennsylvania 
called by the Brotherhood of Locomo- 
tive Firemen and Enginemen for March 
31 was deferred for an indefinite period 
following a request by the National 
Mediation Board, which has taken jur- 
isdiction in the dispute under the au- 
thority of the National Railway La- 
bor Act. 

J. M. Symes, operating vice-presi- 
dent of the Pennsylvania, characterized 
the demands of the brotherhood as 
featherbedding in its most flagrant 
forms. As an example he cited the de- 
mand that a fireman, in addition to an 
engineman, be employed on small 44- 
ton Diesel locomotives used in yard 
switching service. “These are our 
smallest Diesel engines for use only in 
light switching work,” he added. “They 
have been built for operation by one 
man only, with full safety and efficiency, 


and there would be absolutely no work ° 


to be done on them by a second man. 
If the brotherhood’s demands were met, 
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The first rotary reservation recorder installed by the New York Central in its reservation 
bureau at Grand Central Terminal 


the fireman would simply go along for 
the ride.” 

Still another point of dispute, Mr. 
Symes continued, involves a demand 
from the brotherhood for an extra day’s 
pay for road freight firemen whose 
trains, upon entering a final terminal, 
are sometimes operated at a reduced 
rate of speed over an inspection pit 
while moving over their normal route, 
as a part of the road trip, to the place 
in the yard where the trains are to be 
left. Mr. Symes pointed out that “the 
fireman has absolutely nothing to do 
with this. He does not participate in 
the inspection. He simply rides along 
at a little slower rate of speed, as of- 
ten happens in the course of a trip for 
various reasons. Yet the claim is made 
by the firemen’s organization that in 
moving more slowly the fireman is per- 
forming ‘yard work’ which yard crews 
should do. The management could not 
agree to participate in such obvious 
featherbedding. 

“Two other points of dispute,” he 
said, “involve claims for an extra day’s 
pay by road-freight firemen for work 
in connection with picking up cars for 
their trains in yards. The rule permits 
the railroad to require road-freight fire- 
men to pick up cars for their train pro- 
vided the cars are ‘first out.’ This 
means that there must be no other cars 
standing in the way of the road crew 
on the track where they get the cars 
for their train. The brotherhood, how- 
ever, claims that the term ‘first out’ 
means that all the cars which the road 
crews are to pick up must in addition 
be coupled together ; and the claims are 
made because in some instances the cars 
to be picked up had simply to be shoved 
together on the same track by the road 
crew. Another claim is that road fire- 
men should not be required to work 
with yard trainmen in picking up their 
trains, even though the firemen’s agree- 
ment specifically provides that road fire- 
men may be required to do this work 









and does not mention restrictions of 
this kind.” 


Higher Loadings in Second Quarter 
Are Expected by Shippers Boards 


Freight car loadings in the second 
quarter of 1948 are expected to be 3.5 
per cent above those in the same period 
in 1947, according te estimates made by 
the 13 Shippers Advisory Boards prior 
to the development of labor difficulties 
in the coal fields. 

On the basis of those estimates, load- 
ings of the 32 principal commodity 
groups will be 8,642,908 cars in the 
second quarter of 1948, compared with 
8,350,329 actual car loadings for the 
same commodities in the corresponding 
period last year. All of the 13 boards, 
except the Central Western and Trans- 
Missouri-Kansas regions, estimate an 
increase in carloadings for the second 
quarter of 1948 as compared with ,the 
same 1947 period. 

The tabulation shows actual carload- 
ings for each district in the second 
quarter of 1947, the estimated carload- 
ings for the second quarter of 1948, 
and the percentage of increase or de- 
crease. 


Shippers Adv. Act. Ldgs. Est. Ldgs. Per Cent 





Boards 2nd Qtr.’47 2nd Otr.’48 Incr. 
New Eng. .... 148,669 152,573 2.6 
At. States .... 864,415 902,444 4.4 
Allegheny ... 1,177,951 1,214,326 3.1 
Ohio Valley .. 1,060,182 1,074,528 1.4 
Southeast .... 968,416 1,011,162 4.4 
Great Lakes .. 637,849 693,222 8.7 
Cent. West. .. 262,704 245,575  6.5dec 
Mid-West ... 979,460 995,026 1.6 
Northwest ... 669,877 729,215- . 8.9 
Trans-Missouri. 

Kansas .... 386,293 383,147 0.8dec. 
Southwest ... 544,258 557,347 2.4 
Pac. Coast ... 394,016 426,364 8.2 
Pac. Northwest 256,239 257,979 0.7 

otal cease 8,350,329 8,642,908 3.5 


The 13 boards expect an increase in 
the second quarter of 1948, as compared 
with the same 1947 period, in the load- 
ing of 24 of the commodities listed and 
a decrease in eight. Among those show- 
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ing the greatest increase are the fol- 
lowing: Agricultural implements and 
vehicles, other than automobiles, 15.9 
per cent; salt, 11.8 per cent; lime and 
plaster, 11.4 per cent; cement, 10.1 per 
cent; vehicle parts, 10 per cent; ore 
and concentrates, 9.7 per cent; metals, 
other than iron and steel, 8.4 per cent; 
food products in cans and packages, 
8.2 per cent; machinery and boilers, 8.1 
per cent; fresh fruits other than citrus 
fruits, 7.5 per cent; gravel, sand and 
stone, 7 per cent; brick and clay prod- 
ucts, 6.9 per cent; chemicals and ex- 
plosives, 5.8 per cent; lumber and forest 
products, 5.5 per cent; fertilizers of all 
kinds, 5.4 per cent, and coal and coke, 
2.6 per cent. 

Commodities for which decreases are 
estimated and the amount of the de- 
crease include the following: Hay, straw 
and alfalfa, 11 per cent; livestock, 11 
per cent; grain, 7.8 per cent; poultry 
and dairy products, 7.2 per cent; cotton, 
5.7 per cent; flour, meal and other mill 
products, 5.1 per cent; sugar, syrup and 
molasses, 3.2 per cent, and fresh vege- 
tables, other than potatoes. 1 per cent. 


Emergency Board in Express Case 


President Truman issued a March 25 
Executive Order creating an emergency 
board to investigate a dispute between 
the Railway Express Agency and the 
International Brotherhood of Teamsters, 
American Federation of Labor, as rep- 
resentative of R.E.A. employees in sev- 
eral large cities other than New York. 
The principal issue in the dispute, which 
brought an April 1 strike threat, is the 
union’s demand for a 40-hour week. 


Announces Agenda for House 
Committee’s Transport Hearing 


Chairman Wolverton of the House 
committee on interstate and foreign com- 
merce has announced the subjects on 
which the committee will be particularly 
interested to hear presentations at the 
Aptil 14-15 hearing in connection with 
its “national transportation inquiry.” 
As noted in Railway Age of March 27, 
page 70, the committee’s plans for this 
hearing were discussed by its consultant, 
Dr. John H. Frederick, in a recent 
address at the American University’s 
Third Rail Transportation Institute. 

Topics listed in Chairman Wolver- 
ton’s announcement were the following: 

1. Should or should not the regula- 
tion of all common-carrier forms of 
transportation be centralized in one 
agency? - 

2. Under present conditions of na- 
tional defense and competition among 
carriers, what should be the policy of 
the federal government regarding pro- 
moting one or more types of common 
carriers and in aiding certain types? 

3. Are the present regulatory bodies, 
working within the framework of exist- 
ing statutory authority, possessed of 
sufficient scope and administrative prac- 
tices adequate to deal with the rapid 
movement of economic events? 
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The announcement said further that 
this list of the committee’s “particular” 
interests would not preclude presenta- 
tions at the hearing on other matters 
“pertaining to our National Transporta- 
tion Policy.” 


Canadian Roads Get General 
Freight-Rate Increase of 21% 


Canadian railroads have _ received 
authority from the Board of Transport 
Commissioners to increase their freight 
rates by 21 per cent, with certain ex- 
ceptions. On coal and coke a flat in- 
crease of 25 cents a ton was authorized 
and rates on shipments of grain and 
grain products in western Canada, sub- 
ject to the Crows Nest Pass Agree- 
ment are not to be raised. The applica- 
tion for authority to increase freight 
rates, made to the board by the Rail- 
way Association of Canada on behalf of 
its member railroad companies, had 
asked for a general boost of 30 per 
cent, except for coal and coke, the rates 
on which were to be increased by a 
specified amount per ton on a sliding 
scale. 

The board’s decision provides that the 
railroad companies “subject to the jur- 
isdiction of the board will be required 
to continue to furnish to the board 
monthly statements of their operating 
revenues, operating expenses and oper- 
ating income and should the board, at 
any time, be of the opinion that a 
greater amount of money is being paid 
to the railway companies than is actual- 
ly necessary to enable them to maintain 
a reasonable degree of operating effici- 
ency, the board reserves the right, at 
any time, on notice, to readjust the 
rates to meet the conditions then exist- 
ing. On the other hand, should the 
amount of advance in rates authorized 
prove to be insufficient, the railways 


_ can always apply again.” 


Another provision said that “recog- 
nized differentials via rail, water and 
rail routes are to be preserved as far 
as may be practicable, even though 
certain rates via differential routes may 
be lower or higher than would other- 
wise prevail if such rates were sub- 
jected to the increases authorized.” 

Hugh Wardrope, assistant chief com- 
missioner, dissenting from the conclu- 
sion of the five-man majority, held that 
the applicants should have been per- 
mitted to raise the rates subject to in- 
crease by 24 per cent. 

R. C. Vaughan, president of the Ca- 
nadian National, and W. A. Mather, 
president of the Canadian Pacific, said 
in a joint statement: “We are naturally 
pleased that the Board of Transport 
Commissioners has recognized the need 
of the railways for an increase in 
freight rates. The extent of the relief 
granted under the board’s order cannot 
be determined without some study. It is 
clear, however, that, but for the unpre- 
cedented traffic volume, the amount of 
the increase would fall far short of 
minimum requirements. It is equally ap- 
parent that either further increases in 








operating costs or a decline in traffic 
volume may necessitate an application 
for further relief.” 


A.A.R. Will Participate 
In Air-Conditioning Study 


The board of directors of the As- 
sociation of American Railroads, at its 
regular monthly meeting in Washing- 
ton, D. C., on March 26, voted to parti- 
cipate, with the American Society of 
Heating and Ventilating Engineers, in 
a joint research program on air con- 
ditioning. Other proceedings of the meet- 
ing included a talk by Director J. 
Monroe Johnson of the Office of De- 
fense Transportation, who discussed the 
effect of the coal miners’ strike and the 
situation as to supplies of steel for the 
freight-car building and repair pro- 
grams. 

It was stated that the air-conditioning 
studies were expected to extend over 
three or four years. They will cover 
such subjects as air filters; heat flow 
through materials ; distribution of heated 
and cooled air; and physiological ad- 
justment to changes in atmospheric en- 
vironment. 


Rejects Part of Pullman 
Rate-Increase Proposal 


Division 2 of the Interstate Com- 
merce Commission has denied the Pull- 
man Company’s application for tempo- 
rary authority to establish and main- 
tain increased rates for room and seat 
accommodations without observing the 
aggregate-of-intermediates provision of 
the Interstate Commerce Act’s section 
4. This action did not dispose of the 
entire Pullman proposal, for it left 
pending the related application for re- 
lief from certain of the commission’s 
tariff rules which would permit publi- 
cation of the proposed increases prompt- 
ly, although on the regular 30-days’ 
statutory notice. The filing of the appli- 
cations was reported in the Railway 
Age of March 6, page 64. 


Report Bill Carrying I.C. Act 
Amendments Sought by I.C.C. 


The House committee on interstate 
and foreign commerce has filed with the 
House its favorable report on H.R.5623, 
the bill introduced by the committee’s 
chairman, Representative Wolverton, 
Republican of New Jersey, to amend 
various provisions of the Interstate Com- 
merce Act as recommended by the In- 
terstate Commerce Commission. Provi- 
sions of the bill include those which 
would extend to carrier associations the 
commission’s authority to require re- 
ports and inspect records. 

As reported in the Railway Age of 
March 27, page 69, where provisions 
of the bill were outlined, the associa- 
tion-reporting requirements were ob- 
jected to by representatives of water 
carriers appearing at the committee’s 
public hearing on the measure. The re- 
ported bill retains those requirements 
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but makes them uniform as to carrier 
associations in the different fields of 
transport subject to I.C.C. jurisdiction. 
Thus their applicability to associations 
in the motor carrier, forwarder and 
water carrier fields would be confined 
to associations which perform “any ser- 
vice” or engage in “any activities” in 
connection with “any traffic, transporta- 
tion, or facilities” subject to the I.C. 
Act. The provisions relating to railroad 
association already contained this limi- 
tation. 


Aftorney General Clears 
Steel-Allocation Plan 


Attorney General Clark has given the 
required anti-trust clearance to the pro- 
posed “voluntary” agreement which has 
been prepared by the Department of 
Commerce’s Office of Industry Cooper- 
ation for the allocation of steel for use 
in the freight car building and repair 
program. The Office of Defense Trans- 
portation has announced that the steel 
industry has agreed to the terms of the 
plan on a basis that is estimated to 
meet requirements for the production of 
10,000 new freight cars monthly in ad- 
dition to provision for repair of freight 
and passenger cars and locomotives. 
Director J. Monroe Johnson, in sub- 
mitting the plan to prospective partici- 
pants, warned that “after April 1 we 
will either have the plan of the Secre- 
tary of Commerce or no plan at all.” 
As reported in Railway Age of March 
27, page 58, the plan was the subject 
of a recent public hearing at which 
opposition was expressed by the Ameri- 
can Railway Car Institute and four 
western railroads. 


Crosser Sponsors Bigger-Pension 
Bill Which Unions Want Passed 


Representative Crosser, Democrat of 
Ohio, has introduced H.R.5993 which 
would amend the Railroad Retirement 
Act to provide for “an increase in re- 
tirement benefits amounting over all to 
as close to 20 per cent as it is practic- 
able to come in revising the annuity 
formula.” That is the way Mr. Crosser 
described his proposal in a statement 
which he inserted in the appendix to 
the March 25 issue of the Congressional 
Record. 

He explained further that the bill 
would also provide “for a restoration 
of the policy formerly embodied in the 
law guaranteeing that each employee 
or his survivors will be, under all cir- 
cumstances, entitled to benefits at least 
equal to the contributions made by him, 
plus interest.” In this connection Mr. 
Crosser recalled that when the liberaliz- 
ing amendments, which he sponsored, 
were enacted in 1946 these death-benefit 
provisions were modified as part of the 
plan for adding the new survivor-benefit 
provisions. He said that cost estimates 
available at that time indicated “that 
railroad employees would have to fore- 
go this guarantee in order to finance 
the protection they wanted for surviv- 
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ing widows, children, and dependent 
parents.” Subsequent developments, Mr. 
Crosser added, “have shown that fin- 
ancial considerations do not compel the 
relinquishment of that guarantee.” 

He went on to advise his colleagues 
that his proposals have been “endorsed 
by all the standard railway labor or- 
ganizations represented in the Railway 
Labor Executives’ Association,” and 
that he had been “requested to state 
that these representatives of the rail- 
road employees strongly urge early en- 
actment on the bill.” Mr. Crosser is 
also sponsor of another pending bill, 
H.R.5875, to increase by 25 per cent all 
daily benefit rates in the Railroad Un- 
employment Insurance Act. 

Another bill (H.R.6011) to amend 
the Railroad Retirement Act has been 
introduced by Representative Boggs, 
Democrat of Louisiana. It would make 
employees eligible for full annuities af- 
ter 30 years of service, regardless of 
age, and make widows eligible for an- 
nuities, regardless of age. 


Adjustment Board Award 
Ignores Arbitration Pact 


The National Railroad Adjustment 
Board, in making its award in a recent 
dispute, apparently disregarded the 
award of an arbitration board and, in 
effect, established a new rule for the 
claimants superseding one upon which 
the parties themselves had agreed. 

The crew of a New York Central 
through freight train between Elkhart, 
Ind., and Air Line Junction (Toledo), 
Ohio, on July 31, 1945, was required to 
set off six cars and pick up a dead en- 
gine at an intermediate station. Because 
of passenger train interference after 
the work had been performed, detention 
at this point amounted to a total of three 
hours. The engineer and _ fireman 
claimed, and were granted without dis- 
pute, the higher local freight rate of 
pay for that day’s run because the total 
time consumed at the intermediate sta- 
tion exceeded 1 hr. 45 min., in accord- 
ance with a provision of their agree- 
ment. 

The conductor and three brakemen 


assigned to the same run claimed that 
they, too, should be paid the local 
freight rate because the engine crew 
had been, although the conductors’ and 
trainmen’s agreement does not specify 
any maximum time which may be con- 
sumed at a stop before conversion to 
the local rate takes place. Their sche- 
dule specifies only the number of stops 
which may be made, and the kind of 
work which may be done at such stops. 
Under the agreement, this single in- 
termediate stop and the work performed 
there was no cause for conversion to 
the higher pay basis. 

Prior to 1926, the conductors and 
trainmen had an agreement which was 
practically identical to that still appli- 
cable to the engineers and firemen, but, 
as a result of an arbitration award made 
effective on December 1 of that year, 
the conductors’ and trainmen’s agree- 
ment was superseded by a new rule 
which qualified further the nature of 
the work they might be required to do 
before conversion took place, in con- 
sideration of which the 1 hr.-45 min. 
provision -was eliminated from their 
rule. 

Ignores Arbitration Award—T he National 
Railroad Adjustment Board sustained 
the claim of the conductor and brake- 
men in an award dated January 26, 
1948, (Award No. 11899) in a decision 
rendered by its First Division with ref- 
eree Sidney St. F. Thaxter, associate 
justice of the supreme court of Maine 
participating. The award chose to over- 
look the 1926 award which had come 
about through arbitration — and was, 
therefore, legally binding on both par- 
ties before the board. Instead, the 
N.R.A.B., supported its contention on 
an interpretation made by the United 
States Railroad Administration in 1920, 
in a supplement to General Order No. 
27, which read, “Where, under schedule 
rules or accepted practices, a part of 
the crew receives local rates, the entire 
crew will receive not less than the lo- 
cal rates.” This interpretation was not a 
general directive of the administration, 
but applied to an article in the supple- 
ment which abolished payments on a 
monthly, daily, or trip basis and estab- 





One day’s production of express refrigerator cars being switched from the Chicago plant 
of the American Car & Foundry Co. These cars, part of an order of 500 for the Railway 
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lished the mileage basis in its place. At 
that time, the New York Central Lines 
West had but six or seven branch line 
runs to which this interpretation was 
applicable. It had no application to 
service of the character involved in the 
dispute covered by the recent N.R.A.B. 
award. 

In the current agreement with the 
claimants, there is a written under- 
standing that “the provisions of General 
Order No. 27 — and interpretations 
thereto issued by the federal adminis- 
trations — are still in effect unless spe- 
cifically changed in this agreement.” 
The carrier, therefore, could have had 
no breach with the board’s award in 
the instant case if the dispute had con- 
cerned any of the six or seven branch 
line runs formerly paid for on a month- 
ly, daily, or trip basis, to which the 1920 
interpretation applied. The award con- 
cerned, instead, a run to which the 
1920 interpretation had no application, 
but to which the 1926 arbitration award 
seemed clearly applicable. 

The carrier members of the board 
dissented. 


Through Billing of L.C.L. to 
Mexican Points Effective May 1 


Arrangements will become effective 
on May 1 whereby less-carload ship- 
ments may be moved from the United 
States to points on the National Rail- 
ways of Mexico on standard domestic 
bills of lading. Traffic in the reverse di- 
rection will move on Mexican standard 
bills of lading translated into English. 
The use of through billing will permit 
direct delivery to connections at the 
border interchanges. It will obviate 
the necessity of tendering shipments to 
brokers or shipping agents at the gate- 
ways. 

A transfer charge of 15 cents per 100 
lb., with a minimum charge of 50 cents 
a shipment, will apply to the interna- 
tional l.c.l. traffic. The privilege of 
through billing, where not already ap- 
plicable to carload shipments, will be 
extended to cover that traffic. 

The Southwestern Freight Bureau 
will publish Circular No. 5 containing 
rules for issuance of through bills of 
lading between all stations in the United 
States and all stations on the National 
Railways of Mexico. 


Freight Car Loadings 


Loadings of revenue freight for the 
week ended March 27 totaled 664,375 
cars, the Association of American Rail- 
roads announced on April 1. As a re- 
sult of the strike of coal miners, this 
was 36,107 cars, or 5.2 per cent, below 
the previous week, 165,017 cars, or 19.9 
per cent, under the same week last 
year, and 144,767 cars, or 17.9 per 
cent, below the corresponding 1946 
week. 

Loading of revenue freight for the 
week ended March 20 totaled 700,482 
cars, and the summary for the week 
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as compiled by the Car Service Divi- 
sion, A. A. R., follows: 


Revenue Freight Car Loading 
For the Week Ended Saturday, March 20 


District 1948 1947 1946 

astern... <s.% 144,855 165,129 156,925 
Allegheny .... 156,356 179,606 175,991 
Pocahontas .... 25,926 70,047 64,476 
Southern ..... 123,610 139,140 144,153 
Northwestern .. 79,917 92,380 83,760 
Central West.. 106,651 131,499 115,596 
Southwestern .. 63,167 66,240 63,705 


Tot. West. Dist. 249,735 290,119 263,016 
Total All Roads 700,482 844,041 804,606 
Commodities: 

Grain & gr prod 36,128 53,717 43,457 


Livestock .... 7,901 14,142 15,883 
CES eee 79,965 184,735 190,056 
OO or hal ae 12,730 14,859 13,449 
Forest products 47,802 50,585 41,657 
Oren 17,136 15,163 10,316 


Merchand. l.c.l. 115,757 124,703 124,747 
Miscellaneous . 383,063 386,137 365,039 


March 20 .. 700,482 844,041 804,606 
March 13 .. 797,033 841,147 799,906 
March 6... 792,571 805,775 786,189 
February 28 .. 791,089 849,991 732,397 
February 21 .. 805,376 776,689 723,281 
Cumulative total, 

12 weeks ... 9,192,008 9,688,341 8,923,837 


In Canada.—Carloadings for the 
week ended March 20 totaled 76,212 
cars as compared with 74,642 cars for 
the previous week and 72,499 cars for 
the corresponding week last year, ac- 
cording to the compilation of the Do- 
minion Bureau of Statistics. 


Revenue Total Cars 
Cars’ Rec’d from 
Loaded Connections 
Totals for Canada: 


March 20,1948 ...... 76,212 39,270 
March 22,4947 ...... 72,499 43,187 
Cumulative totals for 

Canada: 
March 20,1948 ...... 860,120 426,207 
March 22,1947 occu 814,779 442,342 


Asks C. & O. Stockholders 
To Vote F.R.P. Withdrawal 


Chesapeake & Ohio stockholders, at 
their annual meeting in Richmond, Va., 
on April 20, will be asked to vote upon 
two regulations which propose (1) 
that “an impartial and accurate report 
of the proceedings be sent to the stock- 
holders, such report to include the re- 
sults of any balloting on matters de- 
scribed in the proxy statement, giving 
actual figures ‘for’ and ‘against’ and a 
summary of questions and management 
answers, taken from the stenographic 
record,” and (2) that the company 
“shall not permit the use of its per- 
sonnel, quarters and services by the 
Federation for Railway Progress and 
that since the company is a member 
of the Association of American Rail- 
roads which serves the entire railroad 
industry constructively, the company 
shall withdraw from membership [in 
the. F.R.P.] whose attitude has been 
antagonistic toward the railroad indus- 
try.” The resolutions will be placed be- 
fore the stockholders personally by 
George S. Jackson, who jointly with 
his wife is the holder of record of 550 
shares of the road’s common stock, ac- 
cording to the C. & O. proxy statement. 

In support of his resolutions, the 
proxy statement said, Mr. Jackson sub- 
mitted the following statement: “Stock- 
holders are entitled to: (a) receive ac- 
curate information on what transpires 
at their meetings and on management 








activities and problems so that stock- 
holders can act for their joint inter- 
ests; (b) halt appropriation of funds, 
personnel, and facilities for activities 
not beneficial to public, railroad indus- 
try, or stockholder. Informed stock- 
holders can protect their interests more 
effectively and cooperate more intelli- 
gently with their property managers.” 

The C. & O. management, in the 
proxy statement, recommended _ that 
stockholders vote against both resolu- 
tions. As to resolution 2, the manage- 
ment said, the C. & O. is a member 
of the F.R.P. and at the same time 
contributes to certain operational activi- 
ties of the A.A.R., yet the combined 
assessment payments made to the A.A.R. 
and the federation in 1947 were less 
than the amount that would have been 
paid to the A.A.R. alone had the com- 
pany continued full membership and sup- 
port of the association in that year. 
“The company is a member of or con- 
tributes to the support of more than 
60 associations and organized groups 
within the railroad industry, all of 
which serve the railroad industry in 
various ways. The desirability of sup- 
porting any particular organization and 
of having the company’s officers and 
employees participate in its coopera- 
tive activities, is in each instance a 
matter of business judgment, which 
properly should be determined by the 
management with the approval of the 
board of directors.” 

The management also informed stock- 
holders that, as for resolution 1, the 
directors at their meeting on February 
24, 1948, directed the company officers 
to prepare a summary of the annual 
meeting, based on the stenographic 
minutes of the proceedings, for distribu- 
tion to the stockholders and that a 
copy of such summary will be mailed 
to each stockholder of record as soon 
as possible after the meeting. “Through 
the company’s annual report,’ the 
proxy statement added, “the stockhold- 
ers are acquainted with the essential 
facts concerning its business, and the 
management is always pleased to com- 
ply with the reasonable request of any 
stockholder for additional information 
concerning any phase of the company’s 
business and operations. The proposed 
resolution would not provide any new 
facility for information, and according- 
ly would not serve any useful purpose.” 

Mr. Jackson, who has challenged the 
C. & O. management on several pre- 
vious occasions, also recently asked 
Robert J. Bowman, the road’s presi- 
dent, questions about the read’s expe- 
rience with its first steam-turbine loco- 
motive. The questions were embodied, 
along with others, in a letter Mr. Jack- 
son wrote to Mr. Bowman on March 
22, sending a copy to the Interstate 
Commerce Commission. That part re- 
lating to the locomotive read as fol- 
lows: 

“What has been C. & O.’s experience 
with the first coal-burning, steam-gas, 
electric turbine, locomotive? How many 
miles has it been run, hauling freight 
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or passenger trains; what tonnage; and 
at what speeds? 

“A recent engineering report on the 
new steam-turbine electric locomotive 
indicates that a dependable commercial 
locomotive is at least five years off. I 
understand that a large eastern coal 
carrier who collaborated in the devel- 
opment of this locomotive has become 
so discouraged about the project that 
it has placed orders for a vast amount 
of Diesel-electric motive power. Is the 
C. & O. going to be influenced by [C. 
& O. Chairman Robert R.] Young’s 
personal, arbitrary views on this sub- 
ject and delay modernizing its motive 
power? 

“When do you expect to receive the 
other two turbine locomotives on order? 
What has this locomotive development 
cost C. & O. to date and about how 
much more will be required to com- 
plete it?” 


Coal Strike Furloughs Mount 


Twenty-three railroads throughout 
the country have furloughed more than 
47,000 employees because of the strike 
of the bituminous coal miners, according 


; to a survey by Railway Age. The re- 





porting railroads and the approximate 
number of employees furloughed by 
each at the end of this week are listed 
in the table. 
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ABANDONMENTS 


Evansville Suburban & Newburgh. — 
Examiner J. S. Prichard has recom- 
mended in a proposed report that Divi- 
sion 4 of the Interstate Commerce Com- 
mission authorize this road to abandon 
its entire line, extending 18 miles from 
Evansville, Ind., to Boonville, subject 
to the condition that the line, or any 
portion thereof, be offered for sale to 
the Henry Fligeltaub Co., operator of 
a metal salvage plant at Evansville, or 
to any responsible party desiring to 
purchase it for continued operation, and 
offering, within 40 days from the date 
of the commission’s certificate, to pay 
not less than the net salvage value, 
estimated at $35,750. Another condi- 
tion recommended by the examiner 
would require that the portion of the 
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line necessary to provide continued 
switching service from the Southern 
to the plants of the Fligeltaub Co. and 
the Crystal Pearl Products Company, 
also located at Evansville, remain in- 
tact and be kept in operation by the 
applicant for 90 days. Meanwhile, the 
recommended abandonment certificate 
covering the remainder of the line, 
would take effect 40 days from its date. 


Missouri & Arkansas.—Congressmen and 
senators representing the state of 
Arkansas have asked the Interstate 
Commerce Commission to order further 
hearing on the Finance Docket 15470 
proceeding, wherein, as reported in 
Railway Age of March 20, page 103, 
Examiner A. G. Nye recommended that 
Division 4 of the commission permit, 
subject to certain conditions, abandon- 
ment by this road of its entire line, from 
Neosho, Mo., to Wayne, 32.3 miles, and 
from Seligman, Mo., to Helena, Ark., 
298 miles, in addition to two branch 
lines in Arkansas totaling approxi- 
mately 5 miles. The Arkansas legis- 
lators contended that highways adjacent 
to the line are not of a character which 
would make it feasible for vehicular 
transportation to furnish adequate ser- 
vice to the territory affected. 


New York Central_—This company and 
its lessor, the West Shore, have asked 
the Interstate Commerce Commission to 
rermit abandonment of that portion of 
the West Shore’s so-called Chenango 
branch extending from Manlius, N. Y., 
to Oran, approximately 2.3 miles. 


ORGANIZATIONS 


The Chicago Chapter of the Railway 
& Locomotive Historical Society will hold 
its next meeting on April 9, at 205 
West Wacker drive, room 1200, at 
7:30 p.m. The guest speaker will be 
T. D. Slattery, general traffic manager 
of the British & Irish Railways in the 
U. S. and Canada, whose subject will 
be “And So British Railways are Na- 
tionalized.” 





Fred A. Dawson, vice-president, New 
York Central Lines East, will address 
the luncheon session at the 75th regular 
meeting of the Atlantic States Shippers 
Advisory Board which has been scheduled 
for April 8 at the Hotel Syracuse, 
Syracuse, N. Y. 


The Central Railway Club of Buffalo 
(N.Y.) will hold its next meeting at 
the Hotel Statler on April 8 at 8 p.m. 
The speaker will be Frank Cheshire, 
vice-president of the Chicago, Indi- 
anapolis & Louisville. His subject will 
be “Car Man Power.” 


A meeting of the Eastern Car Foremen’s 
Association will be held at the Engineer- 
ing Societies Building, New York, on 
April 9 at 8 p.ni. Kenneth L. Shelby, 
chief engineer, Railway Division, Na- 


tional Malleable & Steel Castings Co., 
will present a paper entitled “The De- 
velopment, Operation and Maintenance 
of A.A.R. Standard Couplers.” 


The Railroadians of America will hold 
their next meeting in the auditorium of 
the Pennsylvania R.R. Y.M.C.A., Penn- 
sylvania Station, New York, on April 
9 at 7:30 p.m. This meeting will fea- 
ture three movies, the “Branford Line” ; 
“Big Little Railroad”; and the “Great 
Train Robbery.” 


The Pacific Railway Club will hold its 
next meeting on April 8, at the Bilt- 
more Hotel in Los Angeles, Cal. The 
topic for discussion will be “Mass Urban 
and Interurban Transportation.” 


The annual spring meeting of the 
Mid-South Air Brake Club will be held at 
the Chisca Hotel, Memphis, Tenn., 
April 14 and 15, and the following pa- 
pers are scheduled for presentation: 
Condensation, by a Westinghouse Air 
Brake representative; Freight Train 
Handling with Diesel Locomotive Dy- 
namic Brake, by W. E. Vergan, air 
brake instructor, Missouri-Kansas-Tex- 
as; Passenger Train Handling with H. 
S. C. Equipment, by W. E. Myers, air 
brake instructor, Louisville & Nash- 
ville; Empty and Load Compensating 
Brake, by a Cotton Belt representative ; 
Circuit Checking Equipment for Elec- 
tric Straight Air Brake, by a West- 
inghouse representative; Train Braking 
with Automatic Sanding and Decelostat 
Control, by a representative of the New 
York Air Brake Company. 

Exhibits of air brake equipment will 
be on display at the Memphis Union 
Station during the two-day meeting. 
There will be a round-table discussion 
and question-and-answer period follow- 

(Continued on page 80) 


SUPPLY TRADE 


Baldwin Year-end Backlog 
Topped $18.5 Million 


Net profit of the Baldwin Locomotive 
Works and its wholly-owned subsidia- 
ries in 1947 was $1,693,624, compared 
with $3,802,737 in the preceding year. 
Sales amounted to $94,884,746, com- 
pared with $85,328,630. During the 
year 1947, orders for 281 Diesel-elec- 
tric locomotives and 134 steam loco- 
motives were received, and 163 Diesels 
and 227 steam locomotives were shipped. 
(The Diesel-electric figures do not 
include those shipped by, and ordered 
from, the subsidiary Whitcomb Loco- 
motive Company.) 

“Total unfilled orders on the com- 
pany’s books on December 31, 1947, 
were $118,528,012 compared with $95,- 
977,375 on January 1, 1947,” the annual 
report said. “In the 1948 backlog there 
are orders for a moderate number of 
steam locomotives, mostly for export, 
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but it is not expected that there will be 
substantial additions to this quantity 
because it seems evident that future 
railroad motive power purchases for 
use in this country will be chiefly of 
the Diesel type and that further large 
export orders must be considered as 
highly uncertain.” 

The design, development -and con- 
struction of the company’s line of Diesel 
road locomotives have necessarily in- 
volved heavy expenditures, the report 
added. “As a completely different type 
of engineering knowledge and mechani- 
cal skill are required, it has been neces- 
sary to discover and train suitable per- 
sonnel. . . . All of the heavy expenses 
incurred to date in this development, 
with the exception of those for perma- 
nent tools and other capital equipment, 
have been charged to the cost of con- 
struction of the comparatively limited 
number of road Diesels so far produced 
or in the course of production. The pro- 
gram is a large one and there is more 
development work to be done. Reason- 
ably good progress has been made in 
the improvement of construction meth- 
ods and in determining a satisfactory 
standardized pattern. Diesel electric or- 
ders on the books are sufficient to pro- 
vide for an increased production in this 
department for the year 1948.” 


Fairbanks, Morse Had 
$4,224,777 Net in 1947 


Net sales of Fairbanks, Morse & Co. 
and subsidiaries last year amounted to 
$89,564,599, according to the recently 
released annual report. In 1946 net sales 
totaled $56,551,298. The consolidated 
net profit was $4,224,777, compared with 
$3,079,135. Orders received during the 
first six weeks in 1948 were somewhat 
larger than those received in the com- 
parable period in 1947. The Diesel loco- 
motive program, the report said, is de- 
veloping satisfactorily and the firm’s 
ability to take additional orders is lim- 
ited only by production facilities. 


National Malleable’s Net 
Totalled $527,372 in 1947 


National Malleable & Steel Casting 
Co.’s net profit in 1947 was $527,372, 
equal to $1.11 a share on 474,861 out- 
standing common shares, according to 
the recently released annual report. In 
1946 profit was $992,770, equal to $2.09 
a share. (The 1947 net profit is after 
special deduction of $300,000 as a re- 
serve against possible shrinkage in in- 
ventory values. Had this reserve not 
been set up the earnings would have 
equalled $1.74 a share). Operating losses 
at the Indianapolis, Ind., plant, where 
a modernization program is nearing 
completion, affected earnings adversely 
during the year, Cleve H. Pomeroy, 
president, said. Capital expenditures 
were $2,082,000, of which $1,097,000 was 
for Indianapolis. About $547,000 will be 
required to complete the program, the 
final payments being scheduled for next 
June. 
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The Link-Belt Company has established 
a district sales office in Jacksonville, 
Fla., with Robert L. Lowder, formerly 
district sales engineer at the firm’s plant 
in Atlanta, Ga., as manager. 


Frank M. Sweeny has been appointed 
sales representative of Iron & Steel Prod- 
ucts, Inc., with headquarters at Balti- 
more, Md. 


Howard C. Hinig, formerly a member 
of the transportation sales department 
of the Sherwin-Williams Company, has 
been promoted to assistant manager of 
industrial and transportation sales, with 
headquarters at Oakland, Cal. Mr. Hin- 
ig joined Sherwin-Williams in Janu- 





Howard C. Hinig 


ary, 1936, as a clerk in the traffic de- 
partment. Two years later he was 
transferred to transportation _ sales, 
working in that department until his 
recent appointment, except for the pe- 
riod July, 1943, to April, 1947, when 
he was a first lieutenant with the Uni- 
ted States Army. 


Fred B. Roth, formerly supervisor of 
the service department of the Monarch 
Machine Tool Company, has been trans- 
ferred to the west coast as sales and 
service advisor to a number of dealers 
who represent Monarch there, with 


headquarters in San Francisco, Calif. 


Clarence J. Caldwell and J. A. Garrison, 
also former members of the service 
department, have been appointed field 
sales engineers with headquarters in 
Chicago. 


The American Car & Foundry Co. has an- 
nounced the appointment of Frederick H. 
Norton as vice-president in charge of 
all sales, to succeed R. A. Williams, who 
has resigned as a director and vice- 
president in charge of sales to accept 
the presidency of the Standard 
Railway Equipment Manufacturing 
Company. Mr. Norton was graduated 
from Purdue University with a degree 
in mechanical engineering and served 
his apprenticeship with the American 
Steel Foundries, following which he was 
assigned to the Chicago office as sales 
engineer. In 1940 he was transferred to 


Washington, D. C., to open a new 
office for the handling of American 
Steel Foundries’ activities with the gov- 
ernment and foreign agencies. Mr. Nor- 





Frederick H. Norton 


ton joined American Car & Foundry 
in April, 1945, as an assistant vice- 
president in the sales department, which 
position he held at the time of-his re- 
cent appointment. 


Joseph P. Kleinkort, formerly eastern 
district sales manager of the Ramapo 
Ajax Division of the American Brake Shoe 
Company, at York, has been appointed 


Pp, 


J. P. Kleinkort 





general sales manager of that division, 
with headquarters in Chicago. Mr. 
Kleinkort has served in various sales 
positions since joining the company in 
1923. 


John T. Kilbride, who recently resigned 
as president of the Bridgeport Safety 
Emery Wheel Company, has_ been 
elected president of the newly-organized 
Bridgeport-Diamond Machine Company. The 
latter firm has purchased the Diamond 
Machine Company from the American 
Engineering Company and has moved 
the Diamond Machine engineering and 
sales offices to 2362 Main street, Strat- 
ford, Conn. Bridgeport-Diamond Ma- 
chine is organized to manufacture face 


Railway Age—April 3, 1948 


























grinders in various sizes, vertical sur- 
face grinders and a full line of knife 
grinders for shear blades, paper knives 
and tobacco knives. Manufacturing 
facilities to handle assembly and manu- 
facturing are expected to be in opera- 
tion within a few months. 


Major Wilbur C. Rice, maintenance and 
mechanical equipment supervisor at the 
Schenectady, N. Y., plant of the Ameri- 
can Locomotive Company, has been ap- 
pointed commanding officer of the 762nd 
Transportation Railway Shop Battalion 
(sponsored by Alco), which was acti- 





Major Wilbur C. Rice 


vated by the War Department this 
month. A total of 27 officers and 282 
enlisted men will be recruited to train 
for wartime servicing of railroad trans- 
port, including Diesel and steam loco- 
motives and all rolling stock. 


R. A. Williams, formerly vice-president 
in charge of sales of the American Car 
& Foundry Co., with headquarters at 
New York, has been elected president 





R. A. Williams 


and a director of the Standard Railway 
Equipment Manufacturing Company, with 
headquarters at Chicago. He succeeds 
A. A. Frank, who has been elected chair- 
man of the firm’s board of directors. 
A. A. Helwig, president of the Standard 
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Railway Equipment Company, subsidi- 
ary of the aforementioned company, 
has been elected also vice-chairman of 
the board, Standard Railway Equip- 
ment Manufacturing Company. 

Mr. Williams is a graduate of Penn- 
sylvania State College and Washing- 
ton University, and joined A. C. F. in 
1924 in the engineering department. He 
subsequently became sales manager of 
district offices in St. Louis, Mo., Cleve- 
land, Ohio, and Washington, D. C., ad- 
vancing to vice-president in charge of 
sales in 1944. He is a member of the 
American Society of Mechanical Engi- 
neers. 


E. J. McMahon, whose election as vice- 
president and a director of the Dear- 
born Chemical Company, at Chicago, was 
reported in Railway Age of March 27, 
was born on October 20, 1898, at Chi- 
cago. He atended Notre Dame Uni- 
versity and entered the service of Dear- 





E. J. McMahon 


born Chemical in 1919 as a laboratory 
chemist. Mr. McMahon worked for a 
time at the firm’s branch in Los Ange- 
les, Cal., subsequently returning to Chi- 
cago, where he advanced to production 
manager. He held the latter title at 
the time of his election as vice-presi- 
dent and a director of the company. 


Arthur E. Maha has been appointed as- 
sistant sales manager for the central 
division, Ball & Roller Bearing Division 
of the Link-Belt Company, with head- 
quarters at Indianapolis, Ind. Lewis M. 
Watkin, Jr. has been appointed assistant 
sales manager for the firm’s ball and 
roller bearings in the eastern division, 
with headquarters at Philadelphia, Pa. 
plant in Columbus, which was then 
under construction. He became a clerk 
in 1929, office manager in 1931, yard 
foreman in 1933, and served as plant 
superintendent from 1935 to 1940. In 
the latter year Mr. Miller was sent to 
St. Louis as assistant general superin- 
tendent of plants, becoming general 
superintendent of plants in 1943. 


1. C. Miller, general superintendent of 
plants of the T. J. Moss Tie Company, St. 
Louis, Mo., has been promoted to vice- 


president, with headquarters as before 
at St. Louis. D. B. Mabry has been pro- 
moted to manager of lumber sales, with 
headquarters at St. Louis. Ben Zenk, 
assistant general superintendent of 
plants, becomes general superintendent 
of plants to replace Mr. Miller. G. C. 





1. C. Miller 


Eaton has been appointed assistant gen- 
eral superintendent of plants and Elmo 
W. Jones has been appointed treasurer. 

Mr. Miller was born on June 11, 1910, 
at Columbus, Miss., and, after a public 
school education, he entered the ser- 
vice of the T. J. Moss Tie Company 
in 1928. From September, 1928 to 1929, 
he served as timekeeper at the local 


Albert J. Capalbo, formerly chief chem- 
ist for the Plasticote Fabrics Corpora- 
tion, has joined the flexible plastic coat- 
ings department of the finishes division 
of the Interchemical Corporation, to serve 
in both a sales and technical service 
capacity, with headquarters at Eliza- 
beth, N. J. 


The Cherry Rivet Company, Los Ange- 
les, Cal., has announced the opening 
of a Chicago branch office at 5707 
West Roosevelt road, Cicero, Ill. Roy 
Schwab, formerly a sales representative 
for the company in the Chicago area, 
will head the newly organized office 
staff and salesmen. 


EQUIPMENT 
AND SUPPLIES 


Domestic Equipment Orders | 
Reported in March 

Domestic orders for 237 Diesel-elec- 
tric and 22 steam locomotives, 22,965 
freight-train cars (including 3,250 or- 
dered by private car lines and industrial 
companies) and 142 passenger-train 





cars were reported in the Railway Age 
in March. The estimated cost of the lo- 
comotives is $41,942,000. The freight- 
train cars will cost approximately $89,- 
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Locomotives 
Date Purchaser No. Type Builder 
March 6 CRO: Sion cus Sbeawseee 24 = 1,500-hp.D.-E.frt. American 
5  1,000-hp.D.-E.sw. American 
5  1,500-hp.D.-E.sw. American _ 
10 4,500-hp.D.-E. frt. Electro-Motive 
10 1,000-hp.D.-E. sw. Electro-Motive 
5 1,500-hp.D.-E. ; 
branch line Electro-Motive 
March 6 RPMAINE Woosh ce ciieropenankss 22 2-8-4 Lima-Hamilton 
5 1,000-hp._D.-E.sw. Electro-Motive 
5 1,500-hp.D.-E.helper § Electro-Motive 
4 2,000-hp.D.-E. pass Electro-Motive 
20 660-hp.D.-E. sw. American 
5 1,000-hp.D.-E.sw. American 
March 6 MM: St P. & S: Ste MM... .6.5.. 4 4,500-hp.D.-E.frt. Electro-Motive 
1 1,000-hp.D.-E.sw. Electro-Motive 
March 13 J OES A eee ee 2  1,500-hp.D.-E.sw. Baldwin 
1 1,000-hp.D.-E.sw. Baldwin 
March 13 RELIES. Gc cw owe lossens 10 Oe ty 6 Name yes Electro-Motive | 
March 13 Norfolk Southern ........... 3 600-hp.D.-E. rd.-sw. General Electric 
March 27 ER pre ere Ss ec cries 8 6,000-hp.D.-E. frt. Electro-Motive 
4 1,000-hp.D.-E. sw. Electro- Motive 
10 600-hp.D.-E. sw Electro-Motive 
6 4,000-hp.D.-E. frt Fairbanks, Morse 
12 1,000-hp.D.-E. sw Fairbanks, Morse 
27 ~=1,000-hp.D.-E. sw Baldwin 
27 + 660-hp.D.-E. sw. Baldwin 
10 = 1,000-hp.D.-E. sw. American 
10 660-hp.D.-E.sw. American 
March 27 STE Ee GacsSabaesakeneass 1 1,500-hp.D.-E. frt. American 
2 6,000-hp.D.-E. frt. American 
1 2,000-hp.D.-E. frt. Electro-Motive 
Freight Cars 
March 6 GEOR ILE 2e ees eee 500 70-ton Hopper Amer. Car & Fdy. 
March 6 N. & ick teat sucee Sooo e 1,000 70-ton Hopper Co. Shops 
March 6 Pacific Fruit Exp. .......... 3,000 Refrigerator Co. Shops 
March 6 yh Ee ee ee 500 70-ton Gondola Amer, Car & Fdy. 
March 13 J. fe 2. 0 ee eee 1,000 70-ton Ore Pullman-Standard 
500 70-ton Ore General American 
March 13 ES ge ES eee 500 50-ton Gondola 3ethlehem 
March 20 Pn MERU cick sscencans 300 70-ton Hopper Pullman-Standard 
March 20 ER CEO nin nn 4 ew osew ox 1,000 50-ton Box Co. Shops 
100 50-ton Parts Co. Shops 
150 70-ton Cov. Hopper Co. Shops 
500 70-ton Hopper Co. Shops 
250 70-ton Ballast Co. Shops 
500 40-ton Stock Co. Shops 
300 50-ton Flat Co. Shops 
50 70-ton Gondola Co. Shops 
200 16,000-gal. Tank Co. Shops 
March 20 Ll | I eee ere 150 40-ton Box Co. Shops 
150 50-ton Hopper Co. Shops 
March 20 Iilinois Terminal ..........% 200 50-ton Box Amer, Car & Fdy. 
March 20 Mather Stock Car Co. ........ 150 40-ton Refrig. Co. Shops 
March 20 Ee Ty ee 55 Caboose Co. Shops 
March 20 Et ER eee oe ee oe 500 50-ton Box Co. Shops 
; 200 50-ton Flat Co. Shops 
March 20 Selo 2 Oy aaa ee 30 50-ton Hopper Co. Shops 
March 20 Stat. Retrig, Car Co. ...... 100 40-ton Refrig. Co. Shops 
March 20 PA CSc Setin cn suite cw’ 200 55-ton Hopper Co. Shops 
March 27 ERs es ShGeendsswaseseawee 2,000 70-ton Gondola Co. Shops 
= 2 300 70-ton Cov. Hopper Co. Shops 
March 27 SS 5 ea ee ees 3,350 50-ton Box Pullman-Standard 
1,000 50-ton Gondola General American 
1,000 50-ton Gondola Bethlehem 
700 50-ton Gondola Amer, Car & Fdy. 
600 50-ton Flat Amer. Car & Fdy. 
1,500 70-ton Flat Amer, Car & Fdy. 
350 70-ton Cov. Hopper Amer, Car & Fdy. 
80 Caboose Co. Shops 
Passenger Cars 
March 6 Yeys 2k 18 Head-end Amer. Car & Fdy. 
March 6 Oe EO OT ee 50 Chair Pullman-Standard 
. 50 Sleeping Bu 
March 13 Be ee eee ak Sirs Sioa d oie 24 Coach Pullman-Standard 





563,500 and the passenger-train cars 
will cost an estimated $17,250,000. Of 
the 19,715 freight-train cars ordered by 
railroads, 7,715 will be built in railroad 
shops, and the 3,250 freight cars or- 
dered by private car lines will be built 
in company shops. The accompanying 
table lists the orders in detail. 

During the first three months of 1947, 
the Railway Age has reported domes- 
tic orders for 338 Diesel-electric and 22 
steam locomotives costing an estimated 
$66,242,000; a total of 32,215 freight- 
train cars, the estimated cost of which 
is $125,618,500; and 198 passenger-train 
cars, at an estimated cost of $25,650,000. 
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SIGNALING 


The Missouri Pacific has ordered from 
the General Railway Signal Company 
for an NX electric interlocking to be 
installed in Kansas City, Mo. An 18%- 
in. by 82-in. point-indicator panel, equip- 
ped with 51 track indication lights, 40 
entrance knobs, 40 exit buttons, 28 test 
keys, 2 lock levers, 3 code-start but- 
tons, 2 recheck buttons and 2 cancel 
switches, will control 51 switch ma- 
chines, 2 switch locks and 40 signals. 
The near group will be controlled by 
unit-wire circuits. Two remote groups 
will be controlled by Type-F coded cir- 


cuits. Equipment ordered includes Mod- 
el 10 electric switch locks. Types-K an 
B relays, steel bungalows, Model 5D 
dual-control electric switch machines 
and Type-SA searchlight signals. 


The Wabash has placed an order with 
the Union Switch & Signal Co. for 
the material to install an automatic in- 
terlocking at the crossing of the New 
York, Chicago & St. Louis at Dillon, 
Ind., involving Style R-2 color-light 
signals and H-5 searchlight rectifiers, 
transformers and housing. The field in- 
stallation work will be done by railroad 
forces. 


COMMUNICATIONS 


The Baltimore & Ohio has placed an 
order with the Federal Telephone & 
Radio Corp. for four Type-9-B-1 three- 
channel carrier telephone terminals; 
two Type-9-B-1 three-channel carrier 
telephone repeaters; four Type-9-A-1 
single-channel carrier telephone ter- 
minals; one Type-9-A-1 single-channel 
carrier telephone repeater; and eight 
Type-9-C-1 speech-plus-duplex carrier 
telegraph terminals. The Illinois Central 
has also placed an order for two Type- 
9-C-1 speech-plus-duplex carrier tele- 
phone terminals, and the Illinois Terminal 
has placed an order for two Type-901-A 
telephone repeaters. 


CAR SERVICE 


I.C.C. Service Order No. 811, which 
was issued as a result of the coal min- 
ers’ strike to require a 25 per cent re- 
duction in coal-burning, freight-locomo- 
tive mileage, has been modified by 
Amendment No. 1 which adds fertilizer 
and fertilizer materials, including phos- 
phate rock, to the list of commodities to 
be given preference when service is cut 
to meet the order’s requirements. Direc- 
tor A. H. Gass of the Office of Defense 
Transportation’s Railway Transport 
Department, who is the commission’s 
permit agent under the order, has is- 
sued General Permits Nos. 1 and 2. 
The first authorizes railroads of less 
than 100 miles in length to disregard 
the provisions of the order, but notes 
that interline traffic originating on such 
roads will be subject to any embargoes 
placed by other lines pursuant to the 
order. General Permit No. 2 authorizes 
the Chicago, Milwaukee, St. Paul & 
Pacific, Chicago & North Western, Du- 
luth, Missabe & Iron Range, Duluth, 
Winnipeg & Pacific, Duluth, South 
Shore & Atlantic, Great Northern, 
Lake Superior & Ishpeming, Minne- 
apolis, St. Paul & Sault Ste. Marie, and 
Northern Pacific to use coal-burning 
freight locomotives until 11:59 p.m. 
April 15 for the transportation of iron 
ore to upper Great Lakes ports, and 
the return of empty ore cars to mines 
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for further ore loading, in addition to 
the reduction required by the order. 

I.C.C. Service Order No. 624, which 
maintains O.D.T. controls over the 
movement of grain through North At- 
lantic ports, has been modified by 
Amendment No. 10 which set back the 
expiration date from March 31 to Sep- 
tember 30. 

I.C.C. Service Order No. 692, which 
relates to the reconsignment of lumber 
and kindred products, was modified, ef- 
fective March 24, by General Permit 
No. 1, issued by the order’s permit 
agent, Homer C. King, director of the 
commission’s Bureau of Service. The 
permit waives the order’s restriction 
against reconsignments involving back- 
hauls when the shipments reconsigned 
are subject to a through or joint rate 
and there are no published tariff charges 
for such back-hauling or out-of-route 
movement. 

General Permit ODT 18A, Revised- 
38, issued by the O.D.T. with a March 
29 effective date, authorizes the ship- 
ping of new fresh harvest onions in 
carload quantities of not less than 30,- 
000 Ib. from any origin point in the 
United States, except points in Georgia 
or Texas from which shipments of not 
less than 25,000 lb. are authorized. The 
permit’s expiration date is September 
30. 


FINANCIAL 


Baltimore & Ohio.—Acquisition—As a 
means of improving its line between 
Clarksburg, W. Va., and Weston, this 
company has asked the Interstate Com- 
merce Commission to approve acquisi- 
tion and operation by it of two lines 
owned by the City Lines of West Vir- 
ginia, an interurban electric railway. 
One of the lines extends from a con- 
nection with the B. & O. at a point near 
Clarksburg to Freeport, 5.8 miles, while 
the other extends 7.6 miles from Weston 
to a point near Jane Lew. Operation of 
those segments has been abandoned by 
their present owner. 

In connection with the proposed ac- 
quisition, the B. & O. would abandon 
two corresponding segments between 
Clarksburg and Weston. One extends 
approximately 3.7 miles from a point 
near Lynch Mine to a point between 
Byron and Lost Creek, while the other 
extends from Macpelah Junction to Jane 
Lew, approximately 6.6 miles. 





Central Pacific.—Bonds.—Division 4 of 
the Interstate Commerce Commission 
has modified its order of November 17, 
1944, in the Finance Docket No. 14735 
proceeding so as to limit to $32,604,000 
the amount of series A first and refund- 
ing bonds that this road may be author- 
ized to issue under that order. The 
Southern Pacific is guarantor of the 
bonds. The C.P. originally was authori- 
zed to issue $50,000,000 of series A 
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bonds. It advised the commission, how- 
ever, that it already has issued $32,604,- 
000 of them and will not issue the re- 
maining $17,396,000. 


Chesapeake & Ohio.—Equipment Trust 
Certificates——Divisien 4 of the Inter- 
state Commerce Commission has au- 
thorized this company to assume liability 
for $4,750,000 of 2 per cent equipment 
trust certificates, the proceeds of which 
will be applied toward the purchase 
of 46 stainless-steel passenger cars, at 
an estimated total cost of $6,000,000, as 
outlined in Railway Age of March 20, 
page 104. The equipment, to be ac- 
quired from the Budd Co., will be 
used in daylight coach-train service be- 
tween Washington, D. C., and Cin- 
cinnati, Ohio. The certificates will be 
dated March 15 and will mature in 
15 annual installments of $475,060, 
starting March 15, 1949. The report 
also approves a selling price of 99.4299, 
the bid of Harris, Hall & Co., and as- 
sociates, on which basis the average 
annual cost will be approximately 2.11 
per cent. 

The certificates were reoffered to the 
public at prices yielding 1.25 per cent to 
2.30 per cent, according to maturity. 


Chesapeake & Ohio.—Equipment Trust 
Certificates—This road has applied to 
the Interstate Commerce Commission 
for authority to issue 10-year equip- 
ment trust certificates in the amount of 
$5,500,000 to finance in part the aquisi- 
tion of two Diesel-electric switching 
locomotives and 1,700 freight cars at an 
estimated total cost of $6,969,320. The 
locomotives, 1,000-hp. units, would be 
acquired from the Electro-Motive Divi- 
sion of the General Motors Corporation 
at an estimated cost of $95,142 each. 
The freight cars would include 1,000 70- 
ton, all-steel hoppers to be acquired 
from the American Car & Foundry Co. 
at an estimated unit cost of $3,566; 5C0 
50-ton, all-steel gondolas to be acquired 
from the Pressed Steel Car Company 
at estimated unit costs ranging from 
$3,569 to $4,480; and 200 50-ton, all- 
steel box cars to be acquired also from 
Pressed Steel at an estimated unit cost 
of $6,870. The certificates would be 
dated April 15 and sold on the basis 
of competitive bids, with the interest 
rate named in such bids. They will ma- 
ture in annual installments of $550,000 
on each April 15 from 1949 to 1958, 
inclusive. 


Chicago, Burlington & Quincy.—Equip- 
ment Trust Certificates—Division 4 
of the Interstate Commerce Commission 
has authorized this company to assume 
liability for $7,230,C00 of 2%4 per cent 
equipment certificates, the proceeds of 
which will be applied toward the pur- 
chase of 15 6,000-hp. Diesel-electric 
freight locomotives and 1 4,500-hp. 
Diesel-electric freight locomotive, at an 
estimated total cost of $9,650,000, as 
outlined in Railway Age of March 6, 
page 70. The equipment will be pur- 
chased from the Electro-Motive Divi- 





sion of the General Motors Corporation. 
The certificates will be dated April 1 
and will mature in 30 semi-annual in- 
stallments of $241,000, starting October 
1. The report also approves a selling 
price of 99.29 with a 2% percent interest 
rate, the bid of the First Boston Cor- 
poration and associates, on which basis 
the average annual cost will be ap- 
proximately 2.36 per cent. 


Chicago, Indianapolis & Louisville. — 
Equipment Trust Certificates. — This 
road has sold $1,800,000 of equipment 
trust certificates to Salomon Brothers 
& Hutzler and associates on a bid of 
98.16 for 254 per cent obligations. The 
bid represents a net interest cost to the 
Monon of 2.8843 per cent. The certi- 
ficates were offered to the public at 
prices yielding 1.50 per cent to 2.95 per 
cent, according to maturity. (See the 
Railway Age of February 21, page 407). 


Denver & Rio Grande Western.—Sells 
Bus Subsidiary. — This company has 
sold to the Continental Trailways all 
of its passenger bus operations, which 
include the Rio Grande Motor Way, the 
road’s interest in the Denver-Colorado 
Springs-Pueblo Motorway and_ the 
Denver-Salt Lake-Pacific Stages. The 
purchase price was not revealed. 


Georgia, Florida & Alabama.—Plan of 
Reorganization.—Making a second pro- 
posed report with respect to the reor- 
ganization of this road, Examiner R. H. 
Jewell again has recommended that the 
Interstate Commerce Commission ap- 
prove a plan providing for lease of the 
property for 21 years to the Seaboard 
Air Line. The second proposed report 
is the result of commission orders of 
May 29 and June 27, 1947, reopening 
the proceeding for further hearing. The 
reopening requested by the debtor, 
was opposed by the Seaboard’s reor- 
ganization committee and the trustee 
under the debtor’s first and refunding 
mortgage. The first proposed report 
was reviewed in Railway Age of De- 
cember 14, 1946, page 1024. 

The present report recommends a new 
capitalization of $2,800,000, consisting 
wholly of 28,000 shares of no-par com- 
mon stock. The present capitalization 
is $4,250,000, (with 10,000 shares of 
no-par common stock stated at $100 per 
share), exclusive of $1,776,250 of un- 
paid simple interest and $874,912 of 
unpaid interest on overdue interest, as 
of last December 31, on $1,750,000 of 
funded debt. The effective date of the 
plan, the examiner recommended, should 
be its date of consummation. 

The report also recommends that the 
claims of the holders of unsecured 
claims against the debtor and of its 
preferred and common stockholders be 
found to be without value and that such 
claimants not participate in the reor- 
ganization. AH general claims and taxes 
entitled to priority over the mortgage 
of the debtor, the examiner said, should 
be paid in cash upon reorganization 
or assumed by the reorganized company 
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with the same “relative priority” which 
they now have. 

The plan also would provide for a 
cash reserve to be set aside by the 
Seaboard out of the cash settlement 
received and receivable by the debtor 
from that road, such reserve to consist 
of all cash remaining after payment of 
all claims payable in cash in the reor- 
ganization, including the expenses of 
reorganization, unpaid expenses of the 
prior receivership proceeding, unpaid 
federal income and excess profits taxes, 
all other claims found to have priority 
over the lien of the debtor’s mortgage, 
and a cash distribution upon reorganiza- 
tion of $525,000 to the holders of the 
debtor’s mortgage bonds. 

The examiner’s report further recom- 
mends that holders of the debtor’s first 
mortgage and refunding bonds would 
receive for each $1,000 principal amount 
thereof and all unpaid interest thereon 
to the date of the plan’s consummation, 
$300 in cash and 16 shares of the new 
no-par common stock. Holders of the 
new stock also would be entitled to 
cumulative voting in the election of 
directors. 

Division 4 of the commission has rati- 
fied the court appointment of A. J. 
Lyndon as trustee of the property of 
the G. F. & A., succeeding the late L. S. 
Dure. The order stipulates that Mr. 
Lyndon’s only compensation shall be 
that allowed by the court within the 
maximum limit approved by the com- 
missjon. 


Joliet & Chicago. — Dividend. — This 
company has declared a dividend of 
$0.83479 a share on the capital stock, 
payable on April 5 to stockholders of 
record on March 19. The previous pay- 
ment was $1.75 a share on January 5. 


Kansas City Connecting.—Lease.—Divi- 
sion 4 of the Interstate Commerce Com- 
mission has approved a modified agree- 
ment under which this road will lease 
the loading and unloading facilities 
of the Kansas City Stock Yards Com- 
pany of Maine at Kansas City, Mo. 
and Kans. The stockyards company 
owns all of the railroad’s capital stock, 
except directors’ qualifying shares, and 
both companies have common officers 
and two directors in common. 

The commission, which approved the 
transaction subject to the usual em- 
ployee-protection conditions, held that 
the annual rental under the lease should 
not exceed 5 per cent on the lessor’s 
book investment, less depreciation, or 
approximately $66,000, unless otherwise 
ordered. The lease would be effective 
as of January 1. Under the proposed 
lease, on the basis of the present in- 
vestment, according to the commission, 
the maximum rental would have 
amounted to $99,556 and would be 
“considerably in excess® of the re- 
turn of 5 per cent on investment “which 
we ordinarily consider adequate and 
proper where the lessee also pays de- 
preciation.” 
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Murfreesboro & Nashville.—Acquisition. 
—Division 4 of the Interstate Com- 
merce Commission has authorized this 
road to purchase and operate the prop- 
erties of the Murfreesboro-Nashville. 
The latter, which had been in the hands 
of a receiver, was sold at a public 
auction on May 7, 1947, for $25,000 
to P. M. Farrell, who acted as trustee 
on behalf of himself and five others, 
all of whom are now the applicant’s 
directors. The trustee also settled claims 
filed with the receiver aggregating 
$36,959. 

According to the commission’s report, 
the trustee and his associates operated 
the line for about two weeks prior to 
May 31, 1947, when the property was 
conveyed to the applicant. The opera- 
tions of the road since have been con- 
ducted by the M. & N., which, the 
commission said, was incorporated on 
June 2, 1947, for the purpose of ac- 
quiring and operating the property of 
the old company. 

The commission, which approved the 
transaction subject to the usual em- 
ployee-protection conditions, also held 
as void the issuance by the M. & N. 
of 500 shares of stock, of which 498 
shares are owned by four of the new 
company’s six stockholders. The com- 
mission said the stock was issued with- 
out its authority, adding that it has 
not received an application which the 
applicant stated it intended to file with 
respect to obtaining the necessary au- 
thorization. 


St. Louis-San Francisco—ZJnitial Divi- 
dend.—This company has declared an 
initial dividend of $2.50 a share on the 
5 per cent preferred stock, payable on 
June 15 to stockholders of record on 
May 28. This payment covers the first 
two quarters of 1948. 


St. Louis Southwestern —ZIJnitial Divi- 
dend.—This company has declared an 
initial dividend of $5 a share on the 
common stock, payable on April 12 to 
stockholders of record on April 5. 


Union Pacific.—New Directors— W. 
Randolph Burgess, chairman of the 
executive committee of the National City 
Bank of New York, and William C-. 
Mullendore, president of the Southern 
California Edison Company, have been 
elected directors of this company. 


Southern Pacific. — Acquistion. — This 
company has applied to the Interstate 
Commerce Commission for authority to 
acquire control, through stock owner- 
ship, of the Dawson, which it has 
operated under lease since 1924. The 
Dawson extends 132 miles from a con- 
nection with a line (owned by the Chi- 
cago, Rock Island & Pacific, but oper- 
ated under lease by the S. P.) near 
Tucumcari, N. M., to Dawson. It also 
connects with the Atchison, Topeka & 
Santa Fe at French. 

The S.P. told the commission that 
it proposes to acquire, as a liquidating 
stockholder’s dividend upon dissolution 
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of the Dawson Railway & Coal Co, 
all outstanding and issued capital stock 
of the Dawson. The coal company, 
which is controlled by the S.P., is 
the owner of the entire capital stock 
of the lessor. 


Wabash.—Serices B  Bonds.—This 
road’s series B general mortgage bonds, 
a full interest payment on which re- 
cently was authorized by the board of 
directors, have an interest rate of 41%4 
per cent, not 4% per cent as reported 
in Railway Age of March 20. 


Dividends Declared 


Carolina, Clinchfield & Ohio.—guaranteed, 
$1.25, quarterly, payable April 20 to holders 
of record April 9. 

Illinois Terminal.—18¢, quarterly, payable 
May 1 to holders of record April 9. 

Joliet & Chicago.—stamped common, 83¢, 
payable April 5 to holders of record March 19, 

Norfolk & Western—4% adjustment pre- 


' ferred, 25¢, quarterly, payable May 10 to 


holders of record April 14. 

Reading.—25¢, quarterly, payable May 13 
to holders of record April 15. 

St. Louis-San Francisco.—5% preferred A 
(initial), $2.50, payable June 15 to holders 
of record May 28; 5% preferred A, $1.25, 
quarterly, payable September 15 to holders 
of record August 27; 5%, preferred A, $1.25, 
quarterly, payable December 15 to holders of 
record November 29. is 

St. Louis Southwestern.—initial, $5.00, 
payable April 12 to holders of record April 5. 

Vermont & Massachusetts.—$3.00, semi- 
annually, payable April 7 to holders of record 
March 29, 

Western Pacific._—common, 75¢, quarterly, 
payable May 15 to holders of record May 1; 
common, 75¢, quarterly, payable August 16 
to holders of record August 2; common, 75¢, 
quarterly, payable November 15 to holders of 
record November 1; common, 75¢, quarterly, 
payable February 15, 1949 to holders of 
record February 1; 5% preferred A, $1.25, 
quarterly, payable May 15 to holders of record 
May 1; 5% preferred A, $1.25, quarterly, 
payable — 16 to holders of record August 
2; 5% preferred A, $1.25, quarterly, payable 
November 15 to holders of record November 
1; 5% preferred A, $1.25, quarterly, payable 
February 15, 1949 to holders of record Febru- 
ary i. 


Average Prices Stocks and Bonds 


Last Last 
Mar. 30 week year 
Average price of 20 rep- 
resentative railway 
Co ee 49.51 48.81 48.72 
Average price of 20 rep- 
resentative railway 
DORMS b42cunaese duce 86.44 86.23 91.25 


CONSTRUCTION 


Chesapeake & Ohio.—This road has 
purchased 154 acres of ground in Nor- 
ton Township, Mich. at a cost of 
more than $60,000. The purchase was 
the first step in a long-range plan to 
transfer the north yards of the road’s 
Pere Marquette division from down- 
town Muskegon, Mich. Plans for the 
development of the new site call for an 
investment of over $500,000. The trans- 
fer will not be completed for several 
years, it was said. 





Union Pacific—This road has awarded 
two major contracts for construction 
work at its new $3,500,000 retarder yard 
to be located at North Platte, Neb. (see 
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Hauling anthracite. .....- $ 24,057,840 $ 





REVENUES FROM OPERATION 


December 31, Change from 
1947 1946 
Increase—I 
Decrease—D 


210,794-1 





Km 4 Hauling bituminous coal. . . 22,263,541  3,847,435-1 
(_ #21¢ | Hauling merchandise... . 56,288,630 11,643,597-I 
OU seen Tat 
6 657¢ | Carrying passengers..... 7,674,300 _1,980,966-D 
; 7 i d other 
5.55 ¢ Mail, express, an 
mi transportation services. . 6,475,731 1,6 13,06 1-1 
Total Revenues...... $116,760,042 $ 15,333,92 1-1 













77.85 cents 


EXPENSES OF OPERATION 
Wages 


terial . 


S._ Payments for services and 
“WO expenses....... 0, 
Depreciation, amortiza- 
tion, and retirements 
Total Expenses . 


Net Revenue from Op- 
erations 


TAXES AND FIXED CHARGES 
Tax accruals 


Payments for use of facil- 
ities of others, less re- 
ceipts for use of Com- 
pany’s facilities by others 

Net Railway Operating In- 
COMMIS 61/0054) Says sc SO OT 


Income from investments, 
rentals, etc... 








@ Thirty-eight new steam or diesel locomotives, 
3,188 freight cars were delivered or ordered 
during the year. Program commenced for 
extensive passenger car modernization, of 
which "Wall Street’ is first of three new trains. 


@ Extensive roadway and terminal improve- 
ments will permit use of new heavy motive 
power over greater portion of system. 


@ Port Richmond Terminal in Philadelphia 


HOW WE USED our REVENUES 


December 31, Change from 
1947 


“PURO Sorte pera $ 56,899,201 $ 2,92 1,429-1 


7,570,111 744,084-| 
14,117,100 3,400,380-1 
6,189,406 458,847-D 
6,118,301 772,526-I 


---$ 90,894,119 $ 7,379,57 2-1 
a a 


Mew ieteascats cele $ 25,865,923 $ 7,954,349-I 
a ne aL haa la dol 


Best oN eran arise ca $ 12,972,305 $ 3,906,679-I 


941,646 


951,972 $ 3,620,693-1 


Income Available for Fixed 
a cil $ 13,551,383 $ 3,556,434-] 
Fixed Charges....... 5,335,734 64,724-D 
men Net Income............. 


$ 8,215,649 $ 3,62 1,158-1 


1,599,411 


1946 
Increase—| 
Decrease—D 


426,974 


64,259-D 








@Wages of $60,379,874, of 
which $56,899,201 was charged 
to operating expenses, were the 
highest in our history. Wage in- 
creases in 1947 will cost the 
Company approximately 
$7,825,000 annually. 


@ Payments to Stockholders 
totaled $4,197,372. Reading's 
uninterrupted dividend record 
on all classes of stock dates back 
to 1905. 


@ Future yearly interest payments 
were reduced $96,995 by the 
purchase of over two million 
seven hundred thousand dollars 
of funded debt. 


@ Net rents payable to leased 
roads were reduced $70,978 
annually by the purchase of 
securities in lessor companies. 

















OUR FINANCIAL CONDITION 


OWNED 


from 
December 31, Change 
1947 1946 


Property and Equipment, wine 
ya sre depreciation. ... -$278,814,310 $ 5,223, 


Stocks, bonds, and notes of other com- 


ere 52,172,613 2,3 16,557-1 
een 37,5 14,625 1,629,44 I-l 
es 20,357,971 2,995,776-D 





$388,859,519 $ 6,173,933-1 
















exceeded all previous records by exporting 
more than 26,000,000 bushels of grain 
and 4,550,000 tons of coal. 


R. W. BROWN 
President 
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OWED ; on 
— and —  $ 95,564,562 $ peti 
igations......----s+2+°° 8 10,579- 
nor 27,845,920 4,810, 
Total Current Liabilities. .....-----> pore 
0,444 662, 
Other Liabilities. ......------000°° wan sn ane 
i k and Surplus.....----- 1798, ' 
Capital Stoc $388,859,519 $ 6,173,933-1 





Total Liabilities........---+-+> 


[ Advertisement] 
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Railway Age of February 14, page 68). 
The Abel Construction Company of 
Lincoln, Neb., was given a contract for 
moving in 250,000 cu. ft. of dirt, and 
the United Builders, Inc., of North 
Platte, will construct the yard buildings. 
These yard structures will include four 
control towers, general yardmaster’s of- 
fice, two locker rooms, shop building, 
and garage and compressor buildings. 


Oregon Pacific & Eastern—This road 
has applied to the Interstate Commerce 
Commission for authority to construct- 
a 10-mile branch line in Lane County, 
Ore., to serve lumbering operations. 


RAILWAY OFFICERS 


EXECUTIVE 


Charles D. Peckenpaugh, whose retire- 
ment as vice-president and general man- 
ager of the Fort Worth & Denver City 
and the Wichita Valley (part of the 
Burlington Lines), at Fort Worth, 
Tex., was reported in Railway Age of 
March 6, was born on February 28, 
1878, at Logan, La. Mr. Peckenpaugh 
began his railroad career with the 
Chicago, Burlington & Quincy in 1890, 
as a station helper at Trenton, Neb., 








Charles D. Peckenpaugh 


and subsequently served as operator 
and agent at various points, dispatcher 
at Alliance, Neb., and chief dispatcher, 
successively, at Sterling, Colo., and 
Sheridan, Wyo. He became trainmaster 
at the latter point in 1909, and in the 
following year he was appointed super- 
intendent at Sterling. Mr. Peckenpaugh 
also served later as superintendent at 
Sheridan, McCookg, Neb., and Aur- 
ora, Ill., until 1923, when he became 
general superintendent of the Missouri 
district at St. Louis, Mo. He was trans- 
ferred to Galesburg, IIl., in 1930, ap- 
pointed general manager of the F. W. 
& D. C. and the W. V. in 1936, and 
was appointed also vice-president of 
the latter roads in 1941. In add tion to 
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the aforementioned positions, Mr. Peck- 
enpaugh was also vice-president of the 
Burlington-Rock Island at the time of 
his retirement. 


Brent Baxter, whose appointment as as- 
sistant to vice-president—personnel of 
the Chesapeake & Ohio at Cleveland, 
Ohio, was reported in Railway Age of 
March 20, was born and educated in 
Cleveland. Mr. Baxter, who is 32 years 
of age, holds a B.A. degree from West- 
ern Reserve University and an M.A. 
and Ph. D. degree from the University 
of Minnesota: He served as a personnel 





Brent Baxter 


technician with the Army Air Forces 
at Dayton, Ohio, and as_ industrial 
psychologist with the Fiberglas Cor- 
poration at Toledo, Ohio, before joining 
the C. & O. in May, 1947, as director 
of personnel research in the office of 
the vice-president—personnel at Cleve- 
land, which position he held until his 
present appointment. 


K. P. Chinn, whose appointment as 
assistant to executive vice-president of 
the Southern Pacific Lines in Texas 





K. P. Chinn 


and Louisana, with headquarters at 
Houston, Tex., was reported in Railway 
Age of March 20, entered the service 
of the S. P. in 1912 as an assistant 


News Department continued on next left-hand page 


storekeeper in Houston. He _ subse- 
quently held positions successively as 
construction clerk, timekeeper, division 
accountant, division storekeeper, travel- 
ing storekeeper and trainmaster. He 
advanced to assistant general store- 
keeper at Houston in 1930, to assistant 
superintendent at Ennis, Tex., in 1937, 
and to assistant purchasing agent at 
New Orleans, La., in 1942. In 1945 he 
was appointed purchasing agent at New 
Orleans, which post he held at the 
time of his recent appointment. 


W. H. Sandberg, acting president and 
general manager of the Texas City 
Terminal, at Texas City, Tex., has been 
elected to those positions by the road’s 
board of directors. 


FINANCIAL, LEGAL 
and ACCOUNTING 


Sherman V. Reeves, whose appointment 
as assistant general auditor of the 
Atchison, Topeka & Santa Fe, with 
headquarters at Chicago, was reported 
in Railway Age of February 14, was 
born on June 20, 1890, at Green 
Forest, Ark., and studied accounting 
and stenography at the Springfield 
Business College in Springfield, Mo. 
Mr. Reeves was employed by the Mis- 





Sherman V. Reeves 


souri & Arkansas in 1909 as a stenog- 
rapher, and in the following year he 
became a stenographer in the operating 
department of the Santa Fe at La 
Junta, Colo. He was transferred to 
Chicago in 1919 as an accountant and, 
after holding various positions, was ad- 
vanced to assistant to general auditor 
on July 1, 1942. He was serving in 
the latter capacity at the time of his 
recent promotion. 


Ernest E. Exon, whose promotion to 
1eal estate and tax agent of the Cleve- 
land, Cincinnati, Chicago & St. Louis 
(part of the New York Central), at 
Cincinnati, Ohio, was reported in Rail- 
way Age of February 14, was born at 
Paris, Ky., and studied civil engineer- 
ing at the University of Cincinnati’s 
evening college. Mr. Exon, in later 
years, also studied law at Cincinnati 
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We have recently received an order for twenty-two 2-8-4’s 





from the Louisville & Nashville Railroad Co. 


These locomotives will burn coal, will have a working boiler 


pressure of 265 |b., and, with Boost- 
ers, will develop an initial tractive 


effort of 79,300 Ib. 


Modern steam locomotives like these 
will show a good return on their in- 
vestment — and, with planned sched- 
uling, can deliver more ton-miles of 


freight per dollar of investment than 


any other type of motive power. 
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LIMA | 
HAMILTON 


CORPORATION 





DIVISIONS: Lima, Ohio — Lima Locomotive Works 
Division; Lima Shovel and Crane Division. Hamilton, 
Ohio — Hooven, Owens, Rentschler Co.; Niles Tool 
Works Co. 


PRINCIPAL PRODUCTS: Locomotives; Cranes and 
shovels; Niles heavy machine tools; Hamilton diesel 
and steam engines; Hamilton heavy metal stamping 
presses; Hamilton-Kruse automatic can-making ma- 
chinery; Special heavy machinery; Heavy iron cast- 
ings; Weldments. 

















and Indianapolis, Ind. He entered the 
service of the Big Four in 1915 in the 
office of the auditor of disbursements, 
and was transferred in the following 
year to North Bend, Ohio, as assistant 
agent. He served in the army from 
1917 to 1920, returning to the road in 
1921 as draftsman in the land and tax 
department at Cincinnati. He served 
successively as real estate engineer and 
as agent until 1936, at which time he 
went to Indianapolis to open the road’s 





Ernest E. Exon 


real estate office there. He held the po- 
sition of agent at that point until 1940, 
when he became assistant to vice-presi- 
dent of the New York Central at Wash- 
ington, D. C. Entering military service 
in 1942, Mr. Exon served as a lieuten- 
ant colonel in the army air forces, and 
was promoted to colonel prior to his 
release from service in December, 1945. 
He returned to the Big Four in Febru- 
ary, 1946, as assistant to real estate and 
tax agent, which post he held at the 
time of his recent promotion. 


Merritt Johnson, district manager of the 
Southern Pacific’s real estate depart- 
ment, at Los Angeles, Cal., has been 
appointed manager of the road’s real 
estate department, with headquarters at 
San Francisco, Cal., succeeding Robert 
Manning, retired. Mr. Johnson is suc- 
ceeded by R. P. Bray, real estate in- 
spector. Mr. Manning began his career 
with the S. P. in 1905, as a clerk to 
the roadmaster at Merced, Cal. He sub- 
sequently held various jobs on the 
road’s Stockton and Western divisions, 
until 1917, when he joined the Navy for 
service during World War I. He re- 
turned to the S. P. in 1919, transferred 
to the lease department in 1923, and 
was appointed lease agent in 1931. Later, 
when the lease department became 
known as the real estate department, 
Mr. Manning was appointed its man- 
ager. 


F. Stuart Tingley has been appointed 
assistant eastern counsel of the Patent 
Division, Association of American Rail- 
roads, with headquarters at Washing- 
ton, D. C. He succeeds Joseph C. Hemp- 
hill, deceased. Mr. Tingley was born in 
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Washington July 21, 1899, and was 
graduated from Tufts College in 1923 
with a B.S. degree in electrical engineer- 
ing. He received his LL.B. from the 
Washington College of Law in 1930. 
After five years with the Western Elec- 
tric Company as an engineer, Mr. 
Tingley entered railroad service in Au- 
gust, 1927, as patent examiner for the 
Eastern Railroad Association. Since 
1936, when that association became part 
of the A.A.R., he has held the position 
of patent attorney in the latter’s Patent 
Division. 


OPERATING 


Richard E. Johnson, whose promotion to 
assistant general manager of the Chi- 
cago, Rock Island & Pacific, at El Reno, 
Okla., was reported in Railway Age of 
February 14, was born at Osawatomie, 
Kan., on November 10, 1910. He entered 
railway service in July, 1925, as an 
office boy of the Missouri Pacific and 
subsequently served in several clerical 
capacities. On July 15, 1936, he became 
secretary to the general manager of the 
Rock Island, and one year later was 
promoted to assistant trainmaster of the 
Arkansas division, with headquarters at 
Little Rock, Ark. On November 15, 
1938, Mr. Johnson was advanced to 





Richard E. Johnson 


trainmaster of the Oklahoma division, 
with headquarters at El Reno, and on 
September 1, 1940, he was promoted to 
assistant superintendent of the Missouri 
division at Trenton, Mo. In 1942 he was 
transferred to Herington, Kan., and 
later to Estherville, Iowa. He was next 
appointed superintendent of the Burling- 
ton-Rock Island, at Houston, Tex., on 
August 1, 1943, remaining in that posi- 
tion until June 1, 1945, when he became 
division superintendent of the Rock 
Island at Liberal, Kan. Mr. Johnson 
was transferred in 1946 to Kansas City, 
Mo., at which point he was located prior 
to receiving his new assignment. 


William A. Hurley, whose appointment 
as assistant general manager of the 
New York, New Haven & Hartford at 
Boston, Mass., was reported in Rail- 
way Age of February 21, was born at 


News Department continued on next left-hand page 











Plainfield, Conn., on August 15, 1888. 
After attending the grammar and high 
schools of Providence, R. I., Mr. 
Hurley took a summer course in trans- 
portation at Harvard Business School, 
and entered railroad service in 1909 as 
a locomotive fireman on the New 
Haven. In 1914 he became traveling 
fireman; in 1918, locomotive engineer ; 
in 1922, smoke inspector; in 1923, road 
foreman of engines; in 1925, assistant 
trainmaster; in 1927; assistant superin- 
tendent; in 1935, superintendent and in 
1939, assistant general superintendent. 
Mr. Hurley was appointed assistant to 
general manager in June, 1946, which 
position he held until his recent pro- 
motion. 


Harold E. Moyer, whose promotion to 
superintendent of the Fort Worth & 
Denver City and general superintendent 
of the Wichita Valley (each a part 
of the Burlington Lines), with head- 
quarters at Wichita Falls, Tex., was 





Harold E. Moyer 


reported in Railway Age of March 6, 
was born on March 10, 1903, at 
Frederick, Ill. Mr. Moyer began his 
railroad career with the Chicago, Burl- 
ington & Quincy in 1920, as a clerk, 
and subsequently served as_ stenog- 
rapher, section laborer and extra gang 
timekeeper. He became secretary to 
assistant chief engineer at Chicago in 
1925, and later held positions as secre- 
tary, successively, to assistant to operat- 
ing vice-president and executive vice- 
president. He was appointed train- 
master at Hannibal, Mo., in January, 
1943, and was transferred to Wichita 
Falls in April, 1943, as trainmaster of 
the F. W. & D. C. and the W. V. Mr. 
Moyer was serving in the latter post 
at the time of his recent appointment. 


H. R. Tinkelpaugh, supervisor of con- 
tracts of the Chicago, Rock Island & 
Pacific, at Chicago, has been appointed 
assistant to general manager, with the 
same headquarters. 


H. C. Bradford, assistant superin- 
tendent of the Atlanta Joint Terminals 
of the Louisville & Nashville at Atlanta, 
Ga., has been appointed superintendent, 
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No. 1954 is one of 14 Booster- 
equipped locomotives built 
for the L & N in 1942, and 
is similar, in general speci- 
fications, to the locomotives 
on order. 


The new locomotives, like 
the previous 14, will also be 
equipped with Franklin 
Type E-2 Radial Buffers 
and Franklin fire doors. 
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22 more 





with Boosters 








...for the L&N 


The 22 new 2-8-4’s, recently ordered by the Louis- 
ville & Nashville Railroad Co., will be equipped 
with Type E-1 Boosters. 


These locomotives, designed for heavy freight 
service, will develop a tractive effort of 65,300 lb. 
—with an additional 14,000 lb. supplied by the 
Booster. 


FRANKLIN RAILWAY SUPPLY COMPANY 


NEW YORK e CHICAGO’ e MONTREAL 


STEAM DISTRIBUTION SYSTEM °* BOOSTER °* RADIAL BUFFER * COMPENSATOR AND SNUBBER ¢* POWER REVERSE GEARS 
AUTOMATIC FIRE DOORS ° DRIVING BOX LUBRICATORS ° STEAM GRATE SHAKERS ° FLEXIBLE JOINTS * CAR CONNECTION 
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succeeding F. W. Douglas, retired. A 
native of Cartersville, Ga., Mr. Brad- 
ford entered the service of the Louis- 
ville & Nashville in the yard office at 
Atlanta on December 15, 1912. He later 
served in various clerical capacities, 
culminating in his appointment as chief 
clerk to the superintendent on July 15, 
1919. On February 16, 1943, Mr. Brad- 
ford was appointed assistant superin- 
tendent of the Atlanta Joint Terminals, 
which position he held until his recent 
promotion. 


N. T. Walton has been appointed train- 
master of the Canadian National at 
Coteau, Que. 


John M. O’Connor, whose promotion to 
superintendent of the Illinois Central’s 
East St. Louis (Ill.) terminal was re- 
ported in Railway Age of March 6, was 
born at Fort Dodge, Iowa, on Novem- 
ber 5, 1900. He began his railroad 
career as a train caller and yard clerk 
with the I. C. at Waterloo, Iowa, in 
1920, and subsequently held positions 
as brakeman, switchman, conductor and 





John M. O’Connor 


yardmaster, at various points on the 
road. Mr. O’Connor was appointed as- 
sistant trainmaster at Waterloo in 1942, 
trainmaster at Jackson, Tenn., on April 
1, 1943, assistant trainmaster at Fulton, 
Ky., on June 1, 1943, and trainmaster 
at Fulton on August 1, 1943. He was 
transferred to Freeport, IIl., in 1945, 
at which point he was located at the 
time of his recent appointment. 


J. R. Parsons, trainmaster of the Louis- 
ville & Nashville, with headquarters 
at Latonia, Ky., has been appointed 
assistant superintendent at Birmingham, 
Ala., succeeding F. W. Stopinski, who, at 
his own request, has been assigned 
other duties on the Cumberland Valley 
division. 


J. T. Stotler, assistant superintendent 
of the Northern Pacific, with head- 


quarters at Fargo, N. D., has been 
appointed superintendent at that point, 
succeeding D. A. Thomson, who has been 
transferred to Minneapolis, Minn., as 
superintendent of the road’s St. Paul 
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division. Mr. Thomson succeeds W. D. 
Pearce, whose death was reported in 
Railway Age of March 27. W. L. Wood, 
trainmaster at Yakima, Wash., has been 
advanced to aSsistant superintendent at 
Fargo. 


MECHANICAL 


James E. DeFreest has been appointed 
division general car foreman of the 
New York Central system, with head- 
quarters at Albany, N. Y., succeeding 
J. T. Grow, transferred. 


TRAFFIC 


G. A. Ryser, whose appointment as 
general freight agent of the Texas & 
Pacific, with headquarters at Dallas, 
Tex., was reported in Railway Age of 
February 28, was born on November 
16, 1898, at St. Louis, Mo. He entered 
railway service there in 1914 with the 
Missouri-Kansas-Texas, serving in va- 
rious positions in the general freight 
office until 1920. Early in that year he 
joined the Kansas, Oklahoma & Gulf 
as chief clerk, traffic department, re- 
turning to the Katy in June, 1920, 
as chief clerk to assistant general 
freight agent at Kansas City, Mo. He 
was appointed commerce clerk at St. 
Louis in 1922, and in 1925 he beeame 
associated with the T. & P. in that 
position at Dallas. He was appointed 





G. A. Ryser 


assistant general freight agent at Dallas 
in 1928, and served in that position until 
February, 1947, when he was promoted 
to assistant to vice-president—traffic. Mr. 
Ryser was serving in the latter capacity 
at the time of his new appointment. 


Charles A. Sublett and Carl A. Larsen, 
general freight agents of the [Illinois 
Central, with headquarters at Chicago, 
have been advanced to assistant freight 
trafic managers at that point. Mr. 
Sublett is succeeded by Howard S. Powell, 
assistant general freight agent at Chi- 
cago. Ralph L. Andreas, general traffic 
agent in charge of l.c.l. sales and ser- 
vice, has been appointed general traffic 
agent in the road’s commercial freight 
office at Chicago. Mr. Andreas is suc- 
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ceeded by Urbain J. Burvant, office man- 
ager in the traffic vice-president’s office 
at Chicago. 


C..G. Magruder, whose promotion to 
general freight agent of the Pennsyl- 
vania, with headquarters at Chicago, 
was reported in Railway Age of 
February 21, has been in the service 
of the Pennsylvania since September, 
1923, He has been located at various 





C. G. Magruder 


Louis, Mo., Chicago, 
Toledo, Ohio, Milwaukee, Wis. and 
Canton Ohio. In September, 1945, he 
was appointed assistant general freight 
agent at Philadelphia, Pa., which posi- 
tion he held at the time of his recent 
appointment. 


times in St. 


Paul H. Draver, whose promotion to 
general freight traffic manager of the 
Chicago, Milwaukee, St. Paul & Paci- 
fic, with headquarters at Chicago, was 
reported in Railway Age of February 
14, was born on December 3, 1896, at 
Stillwater, Minn. Mr. Draver began his 
railroad career with the Milwaukee in 


#: 


Paul H. Draver 





1916, holding various clerical positions 
in the road’s freight house and termi- 
nals at Kansas City, Mo., until 1927, 
when he was appointed city freight 
agent there. He became traveling 
freight agent at Kansas City in 1936 
and general southwestern agent at that 
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INot only is the maximum utilization of every locomotive essen- 












ce 
tial today, but each locomotive should be kept in top operating 


yl- condition at all times. 
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er, Even in the case of older locomotives that 


cannot be immediately modernized, it is 


WITH AEWER LOCOMOTIVES, 2 


as high as possible. 


1 | | Wi Ha W H K To secure all the power a locomotive is 


capable of producing, a 100% brick arch 
OO — should be constantly maintained in its fire- 


box. Whatever the type of firebox, a Security Sectional Arch will 














give efficient service with low maintenance costs. 

















AMERICAN ARCH CO. Inc. 
60 East 42nd Street, New York 17, N. Y. 


Locomotive Combustion Specialists 
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point in 1938. In 1942 he was ap- 
pointed district freight agent at Mil- 
waukee, Wis., advancing to assistant 
general freight agent there in 1943. Mr. 
Draver was serving’ in the latter post 
at the time of h’s new appointment. 


Erle Cocke, Jr., has been appointed 
general industrial agent of the Central 
of Georgia, with headquarters at Atlan- 
ta, Ga., succeeding Harrell L. Perkins, 
who has been promoted to executive 
assistant at Atlanta, in particular charge 
of all industrial matters and such other 
duties of an executive character as may 
be assigned to him by the executive 
vice-president. 


Charles C. Bostwick, division freight and 
passenger agent of the Southern at 
Rome, Ga., has been promoted to as- 
sistant general freight agent at Macon, 
Ga., succeeding O. L. Jeter, who has 
resigned to accept a position with 
another company. Edward J. Brown has 
been appointed district freight agent at 
Atlanta, Ga., succeeding Robert E. Smith, 
who succeeds Mr. Bostwick at Rome. 


Henry A. Weiss, whose appointment as 
trafic manager of the Long Island at 
Jamaica, N. Y., was reported in the 
Railway Age of February 28, was born 
at Cleveland, Tenn., on June 10, 1909. 
After attending public and private 
schools in his native city, Mr. Weiss 
entered the Virginia Military Institute 
at Lexington, Va. He was graduated 
from the University of Tennessee in 
1930, with a degree »f bachlor of arts. 
His entire business career has been with 
the Pennsylvania, in the service of 
which company he secured a temporary 
position during the summer of 1929. 





Henry A. Weiss 


After serving in various temporary 
capacities, he became clerk in the of- 
fice of the general passenger agent at 
New York on August 1, 1930, and 
served in various positions in that office 
until November 1, 1938, when he was 
appointed district passenger agent at 
Jacksonville, Fla. Mr. Weiss was trans- 
ferred to Pittsburgh, Pa., on November 
1, 1939, and was appointed division 
agent at Cleveland, Ohio, on May 16, 
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1940, being transferred to Pittsburgh 
two months later. He was appointed as- 
sistant general passenger agent of the 
Long Island on May 16, and on Octo- 
ber 16, 1943, he became assistant gen- 
eral passenger agent of the Pennsylva- 
nia at Philadelphia, in which capaci- 
ty he served until his recent ap- 
pointment as traffic manager of the 
Long Island. During the period of his 
early service with the Pennsylvania 
Mr. Weiss attended the New York 
University Law School, from which in- 
stitution he was graduated in 1933 with 
a degree of Juris Doctor. He was ad- 
mitted to the New York bar in July, 
1934. 


W. . Nicholson, assistant general 
freight agent of the Great Northern, 
with headquarters at Minneapolis, 
Minn., has been appointed general 
freight agent at Seattle, Wash., suc- 
ceeding M. H. Greenleaf, who has been 
transferred to the road’s general offices 
at St. Paul, Minn. Mr. Nicholson is 
succeeded at Minneapolis by A. H. 
Engelhart, assistant general freight agent 
at St. Paul. 


William T. Stringer, coal manager of 
the Western Maryland at Baltimore, 
Md., has retired from active duty after 
a half century of service. S$. Ralph Mason, 
assistant to the coal manager, succeeds 
Mr. Stringer, with the title of coal 
trafic manager, at Baltimore. Mr. 
Stringer was born on March 18, 1881, 
at Hillsboro, Va., and was graduated 
from Randolph-Macon Academy, Front 
Royal, Va., in 1896. He joined the 
Western Maryland on March 15, 1898, 
as a stenographer. Advancing steadily 
through the ranks, he was appointed 
assistant to the president on November 
1, 1913. Thereafter he served as superin- 
tendent of the Relief department and on 
June 1, 1932, became coal manager, the 
position he held at retirement. 

Mr. Mason, who was born in Balti- 
more 43 years ago, has been connected 
with the Western Maryland since Octo- 
ber 1, 1920, except for a period of 3% 
years during World War II, when he 
served in the Air Forces as major. 


Charles P. McEvilly, city passenger agent 
of the Illinois Central, at Chicago, 
has been appointed district passenger 
agent at that point, succeeding Arthur 
U. Sawbridge, whose death on February 
27 was reported in Railway Age of 
March 6. 


C. P. Bradley, general agent, passenger 
department, of the Chicago, Rock Island 
& Pacific, with headquarters at New 
York, has been promoted to general 
passenger agent at Kansas City, Mo., 
succeeding P. W. Johnston, whose retire- 
ment was reported in Railway Age of 
March 27. Mr. Bradley is succeeded by 
Thomas J. Glancy, district freight and pas- 
senger agent at Boston, Mass., who 
in turn is succeeded by E. R. Handley, 
traveling passenger agent at New York. 
J. H. Clarkson, general agent, passenger 
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department, at Minneapolis, Minn., has 
been appointed division passenger agent 
at Davenport, Iowa, succeeding H. D. 
Rohm, whose retirement was also re- 
ported in Railway Age of March 17. 
Mr. Clarkson is succeeded by H. J. 
Koukal, district passenger agent at 
Washington, D. C., who in turn is re- 
placed by Garret J. Keskstra, traveling 
freight and passenger at Pittsburgh, 
Pa. Thurman R. Penn, city passenger 
agent at Little Rock, Ark., has been 
appointed division passenger agent at 
that point, succeeding F. W. Duttlinger, 
whose retirement was likewise an- 
nounced in the March 27 issue. 

Mr. Johnston was born in Springfield. 
Mo., and began his railroad career with 
the Rock Island in 1904, as a pasenger 
agent at Kansas City. He was advanced 
to traveling passenger agent at Wichita, 
Kan., in 1907, and later served as 
general agent, passenger department, 
with headquarters located, successively, 
at Detroit, Mich., and New York. Mr. 
Johnston had been general passenger 
agent at Kansas City since 1936. 


ENGINEERING and 
SIGNALING 


R. B. Rhode, division engineer of the 
Northern Pacific, with headquarters at 
Missoula, Mont., has resigned that posi- 
tion to become bridge engineer of the 
Duluth, Missabe & Iron Range, at 
Duluth, Minn. Succeeding Mr. Rhode 
is R. W. Humphreys, assistant bridge and 
building supervisor, of the N.P. 


R. W. Putman, aSsistant engineer main- 
tenance of way and structures of the 
Southern Pacific, with headquarters at 
San Francisco, Cal., has been appointed 
engineer maintenance of way and struc- 
tures at that point, succeeding F. L. Guy, 
whose retirement was reported in Rail- 
way Age of March 27. 

Mr. Guy ’was born on March 16, 
1883, at Gallipolis, Ohio, and received 
his higher education at the University 
of Kansas. He began his railroad career 
with the Atchison, Topeka & Santa Fe 
in 1901, as a chairman, and subsequently 
served on various western railroads as 
axeman, rodman, transitman, assistant 
engineer and locating engineer. In 1914 
he became division engineer of the El 
Paso & Southwestern (now part of the 
S. P.), and in 1924 he was appointed 
division engineer of the S. P. at San 
Francisco. Mr. Guy had held the post of 
engineer maintenance of way and struc- 
tures since February, 1938. 


John P. Hiltz, Jr., whose appointment 
as engineer of maintenance of way of 
the Delaware, Lackawanna & Western 
at Hoboken, N. J., was reported in 
Railway Age of March 27, was born 
at Baltimore, Md., on September 8, 
1911. He attended Baltimore Polytech- 
nic Institute and Carnegie Institute of 
Technology, receiving his B.S. in C.E. 
degree from the latter in 1934. He en- 
tered railroad service with the Pennsyl- 
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PRIME MOVER 


HE far-from-groggy steam locomotive, still bearing 
80 per cent of the motive power assignment, is receiv- 
ing a sober revaluation concerning its place in America’s 
railroad future. Neither condolences nor nostalgic remi- 
niscing are in order for the prime mover possessing the 
incalculable advantage of using the one fuel with well- 
nigh inexhaustible reserves. 
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vania on June 15, 1934, as assistant on 
engineer corps and served that road at 
various locations until March 15, 1945, 
as assistant on engineer corps, assistant 
in office of the comptroller and in the 





John P. Hiltz, Jr. 


real estate department, as _ assistant 
supervisor of track and supervisor of 
track of the Long Island at Jamaica, 
N. Y. On March 15, 1945. Mr. Hiltz 
went with the Delaware, Lackawanna 
& Western as engineer of track at 
Scranton. 


PURCHASES and STORES 


G. R. Merryman, division storekeeper 
of the Central of New Jersey at Eliza- 
bethport, N. J., has been appointed gen- 
eral storekeeper of that road and the 
New York & Long Branch, with the 
same headquarters, succeeding L. R. 
Ccoley, who has retired after more than 
48 years o° service. J. V. Hanrahan, 
storekeeper at Communipaw_ engine 
terminal, Jersey City, N. J., has been 
appointed division storekeeper of the 
Jersey Central Lines at Elizabethport. 
W. H. Behrendt has been appointed store- 
keeper of the Jersey Central Lines, at 
Jersey City, succeeding W. Boyce, who 
has been transferred to succeed Mr. 
Hanrahan. W. A. Wheeler, division store- 
keeper of the Central of Pennsylvania 
at Ashley, Pa., has been appointed gen- 
eral storekeeper of that road and the 
position of division storekeeper has been 


abolished. 


The following changes have taken 
place in the purchasing and stores de- 
partment of the Chicago, Burlington & 
Quincy: G. J. Zimbleman, district store- 
keeper at Denver, Colo., appointed tra- 
veling storekeeper, with headquarters at 
Chicago; J. S. Baker, inspector of stores 
at Chicago, appointed to succeed Mr. 
Zimbleman; E. C. Osmondson, district 
storekeeper at Chicago, appointed to 
succeed Mr. Baker; J. J. McCoy, assis- 
tant district storekeeper at Aurora, III. 
advanced to district storekeeper at Chi- 
cago, succeeding Mr. Osmondson; B. 
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W. Higdon, district storekeeper at St. 
Joseph, Mo., appointed to succeed Mr. 
McCoy; and P. W. Bell appointed “to 
succeed Mr. Higdon. 


E. V. Purdy, whose promotion to pur- 
chasing agent of the Southern Pacific, 
with headquarters at New Orleans, La., 
was reported in Railway Age of March 
20, entered the service of the S. P. in 
1920, as a clerk at Houston, Tex. He 
joined the road’s stores department in 





E. V. Purdy 


1922, and since has served almost con-. 
tinuously in that department. Mr. Purdy 
was a captain in the Transportation 
Corps during World War II, return- 
ing to the S. P. in 1945 as assistant 
to. purchasing agent at New Orleans, 
which post he held at the time of his 
recent promotion. 


SPECIAL 


Donald F. Purves, special representative 
in the department of research and de- 
velopment of the Canadian National at 
Montreal, Que., has resigned from that 
road to become director of the budget, 
Department of National Defence, with 
the rank of lieutenant-colonel. 


J. R. Tucker, assistant personnel man- 
ager of the Virginian, with headquar- 
ters at Norfolk, Va., has been appointed 
personnel manager, succeeding R. W. 
Hundley, who has been appointed as- 
sistant superintendent of the Norfolk 
division, with headquarters at Victoria, 
Va. The position of assistant personnel 
manager has been abolished. 


The Atlantic Coast Line has an- 
nounced the establishment of a public 
relations bureau in the office of the 
president at Wilmington, N. C. J. S. 
Webb, Jr., who has been with the A.C.L. 
for three years, has been appointed pub- 
lic relations representative. A. B. Love, 
who has been assistant editor of the 
Atlantic Coast Line News for 22 years, 
has been appointed editor. R. G. Hodg- 
kin, Jr., has been appointed staff photog- 
rapher. All of the above will have their 


headquarters at Wilmington. E. P. Owen, 
Jr., has been appointed public relations 
representative at Jacksonville. Fla. 


Edward A. Kaier, whose appointment 
as director of public relations of the 
Pennsylvania at Philadelphia, Pa., was 
reported in Railway Age of March 27, 
was born at Mahanoy City, Pa., in 
1908 and received his A.B. degree from 
Pennsylvania State College in 1930 and 
his LL.B. from the University of Penn- 
sylvania Law School in 1933. He en- 
tered the service of the Pennsylvania in 
1933 in the legal department as a law 
clerk at Philadelphia. From 1934 to 





Edward A. Kaier 


1937. Mr. Kaier served as assistant 
solicitor at Philadelphia and Chicago, 
becoming assistant general solicitor at 
Chicago in 1937. He became assistant 
general counsel at Pittsburgh, Pa., in 


1944. 


OBITUARY 


Joseph C. Hemphill, assistant eastern 
counsel, Patent Division, Association of 
American Railroads, died suddenly in 
Washington, D. C. on March 12. Mr. 
Hemphill was born in Macon, IIl., May 
25, 1878, and was graduated from West- 
field College, Westfield, Ill., with an 
A.B. degree in 1899. He also attended 
the University of Chicago, and he re- 
ceived his law degree from George- 
town University. He entered railroad 
service as attorney with the Eastern 
Railroad Association in 1917, after serv- 
ing for several years as an examiner in 
the United States Patent Office. In 1930, 
when the association became part of the 
A.A.R., Mr. Hemphill became assistant 
eastern counsel of the Iatter’s Patent 
Division, the position he held at the time 
of his death. 





A TABLE OF FREIGHT OPERATING 
STATISTICS APPEARS ON THE NEXT 
LEFT-HAND PAGE. 
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Locomotive miles Car-miles Ton-miles (thousands) Road locos. on line 
Miles of Principal Loaded Per Gross Net- Serviceable 
Region, road and year road Train- and . (thou- cent excl.locos. rev.and ————————_. Per cent 
operated miles helper Light sands) loaded & tenders non-rev. Unstored Stored B.O. BO. B 
{Boston & Albany.......... 1947 362 147,865 162,116 25,354 3,309 64.5 210,086 86,259 72 3 19 20.2 bo (3 
ec 1946 362 149,392 162,844 22,922 3,355 63.9 208,440 81,714 62 me 27 30.3 a 8 B 
1.0 |Boston & Maine.......... 1947 1,746 327,234 339,266 14,085 11,822 71.0 735,718 321,831 99 3 9 8.1 = 
po 1946 1,750 318,270 329,489 14,465 11,880 72.1 722,299 315,157 109 20 16 11.0 5g iN 
©yv|N.Y., N. H. & Htfd........1947 1,815 343,924 650,078 60,086 13,370 72.2 789,546 355,330 192 16 31 14.8 Z| 
a { 1946 1,815 384,613 518,635 43,754 14,840 72.4 861,454 379, ‘483 182 12 30 18.3 Del 
Delaware & Hudson......... 1947 794 298,516 359,835 36,666 12,807 70.7 916,163 506,869 125 27 33 17.8 et 
1946 794 283,897 342,468 32,339 12,203 72.7 841,414 457,937 125 48 30 14.8 Del 
Del., Lack. & Western....... 1947 970 334,413 380,718 45,058 13,538 69.0 900,692 413,359 105 “fi 24 17.6 
1946 971 333,853 377,284 47,079 13,696 68.5 898,666 402,562 108 14 50 29.1 | Bric 
A S55. Sa eee ao 1 1947 2,229 736,213 782,028 58,879 36,601 67.5 2,363,682 1,042,875 273 13 76 21.0 ao} 
"e. 1946 2,229 740,972 786,191 62,338 36,009 66.5 2,351,485 1,002,979 251 42 95 24.5 | Gre 
©|Grand Trunk Western....... 1947 972 304,244 314,468 2,925 9,136 65.9 591,793 253,156 66 a 9 12.0 % 
~ 1946 972 265,827 276,792 2,959 9,198 72,1 559,750 244,568 67 i 10 13.0 2 | Lek 
= suehigh Valley............... 1947 1,239 332, rad 368,163 51,214 13,735 68.8 924,020 447,093 102 10 52 31.7 & 
- 1946 1,242 304, 911 336,879 55,084 13,548 67.3 927, 996 447, 895 116 14 39 23.1 3 Ne 
| New York Central........... 1947 10,338 3,499, ‘278 3,743, 626 261,410 124,865 63.7 8,703, 585 4 ,087, 284 1,071 10 305 22.0 i 
2 , 1946 10,326 3,095,341 3,327,707 225,488 115,792 64.5 7,818,055 3,573,587 1,015 16 376 26.7 3] Ne 
® | New York, Chi. & St. L...... 1947 1,656 690,183 700,223 10,048 26,303 68.2 1,702,034 759,661 153 si 16 9.5 “2 
Ol... ; 1946 1,656 605,310 610,539 8,628 24,431 67.8 1,576,627 687,054 132 10 21 12.9 ©} pit: 
Pitts. & Lake Erie .......... 1947 223 106,103 108,156 37 3,956 60.6 347,282 199,118 32 2 12 26.1 
1946 223 90,020 91,542 34 3.413 66.2 277,535 160,328 32 4 14 28.0 Wa 
DR aig y ss eRe ee 1947 2,381 667,048 684,975 15,694 23,476 71.2 1,492,599 656,654 159 10 33 16.3 
1946 2,381 616, 660 632,008 15,029 22,712 72.5 1,414,277 633,693 151 14 39 19.1 Bal 
(Baltimore & Ohio...........1947 6,099 2,131,733 2,627,299 306,260 70,417 62.2 5,265,679 2,590,097 855 1 272 24.1 
* 1946 6,103 2,031,442 2,519,574 279,833 67,621 64.9 4,854,119 2,379,778 834 8 325 27.8 £1 Ce: 
.o | Central of New Jersey*.......1947 418 76,835 80,837 8,790 3,094 67.2 288,044 121,636 51 he 13 20.3 a 
= ; 1946 419 83,207 94,860 17,280 3,090 67.1 223,546 114,764 49 4 28 34.6 ® | Ce: 
yw |Central of Pennsylvania...... 1947 213 77,865 87,565 14,825 3,020 71.5 219,652 121,258 44 _ 12 21.4 ~ 
= ; 1946 213 84,034 100,122 21,339 3,052 69.9 217,274 117,029 48 ne 24 33.3 £)Ch 
= Chicago & Eastern Ill. ....... 1947 909 182,561 184,792 3,754 5,621 69.2 378,121 189,873 58 os i2 seg I Q 
2 . ¥ 1946 910 166,856 168,699 3,800 4,857 72:5 317,504 160,244 54 ot 17 23.9 2 Ele 
@ | Elgin, Joliet & Eastern....... 1947 391 125,750 182,178 4,218 3,778 65.9 291,081 156,075 55 1 4 6.7 Q 
= ‘ 1946 391 116,450 122,361 3,822 3,499 65.7 263,800 139,077 49 i 12 19.7 —| Pe; 
gq | Pennsylvania System........ 1947 10,023 3,871 748 4,356, 818 562,772 143,123 65.6 10,147,179 4,958, 403 1,841 5 318 14.7 & 
3 . 1946 10,028 3,852,809 4,449,850 632,687 145,736 64.8 10 1057, 175 4, 740, 469 1,949 a 294 13.1 ¢|Re: 
UL Sas aoe Sa aeeerres 1947 1,355 490,090 538,237 59,531 17,581 65.4 1,369,700 760,009 219 17 33 12.3 Ps 
oO 1946 1,356 510,498 570,203 67,462 16,976 65.3 1,316,506 724,287 264 9 50 15.5 We 
Western Maryland.......... 1947 837 234,087 282,655 40,653 7,982 60.5 680,749 375,481 151 5 14 8.2 
1946 837 190,316 230,568 36,847 6,626 63.0 543,401 298,196 144 5 12 7.5 . 
12S Chesapeake & Ohio...... 1947 4,987 1,741,617 1,865,050 83,864 67,427 55.7 5,707,803 3,176,103 639 6 61 8.6 ome § 
s 2b 1946 4,980 1,376,492 1,475,158 69,634 56,175 59.7 4,465,358 2,411,427 594 4 89 13.0 8 Sb 
e oy Norfolk & Western...... 1947 2,107 842,707 909,613 71,637 36,340 57.7 3,197,010 1,743,043 270 23 20 6.4 Mee 
ch | 1946 2,108 652,246 706,505 53,923 28,834 60.6 2,397,145 1,299,126 267 40 14 4.4 At 
Atlantic Coast Line.......... 1947 5,555 975,681 1,004,200 16,388 25,272 60.7 1,744,633 758,847 365 12 46 10.9 
; 1946 5,556 1,059,924 1,072,787 21,777 26,991 61.9 1,835,214 800,105 380 20 44 9.9 Ce 
Central of Georgia*.......... 1947 1,782 295,743 301,117 5,657 7,199 70.2 472,112 222,644 91 4 12 11.2 
c < t 1946 1,782 298,388 304,308 6,138 7,392 70.3 489,218 225,581 91 a 10 9.9 £1 Gu 
.o|Gulf, Mobile & Ohio......... 1947 2,846 382,000 388,545 740 16,600 72.4 1,088,800 538,139 179 11 15 7.3 % 
| ae 1946 2,846 427,763 473,513 3,041 16,481 72.7 1,059,440 503,329 191 13 5 2.4 2 | TH; 
pz | Illinois Central.............. 1947 6,581 1,565,255 1,571,424 54,093 54,317 63.5 3,801,210 1,779,374 570 11 73 11.2 ea 
¢ mre ; 1946 6,582 1,438,299 1,454,547 51,977 53,785 68.5 3,562,234 1,711,923 587 2 94 13.8 E\Lo 
& | Louisville & Nashville........ 1947 4,750 1,654,405 1,805,861 52,583 41,007 63.1 3,011,414 1,557,563 413 se 71 14.7 2 
Si. ; 1946 4,759 1,423,958 1,543,402 43,003 35,636 67.7 2,449,840 1,265,078 407 11 73 14.9 S1N:z 
3 | Nash., Chatt. & St. Louis.....1947 1,052 312,989 335,260 9,697 7,197 73.4 458,161 216,031 86 dec 18 17.3 5 
Oo oe) 1946 1,053 296,292 319,462 8,869 6,879 77.0 419,903 204,793 90 $6 10 10.0 DB Se. 
Seaboard Air Line........... 1947 4,141 883,401 942,751 13,172 24,574 63.3. 1,700,722 744,828 306 ae 44 12.6 
1946 4,145 886,236 941,184 12,827 26,210 68.2 1,734,948 770,384 285 as 53 15.7 ee 
SO SS 1947 6,449 1,754,808 1,784,335 32,391 45,547 67.6 2,953,129 1,318,661 545 16 98 14.9 
1946 6.451 1,931,255 1,961,520 32,463 46,129 70.2 2,903,475 1,302,282 502 2 109 15.3 Ch 
Chicago & North Western....1947 8,055 1,003,867 1,047,163 24,946 31,075 68.2 2,095,352 963,325 370 13 103 21.2 
4 1946 8,061 994,743 1,026,891 27,941 31,560 68.8 2,083,890 915,240 353 10 138 27.5 «|Ct 
= | Chicago Great Western.......1947 1,445 254,077 294,908 9,177 9,026 67.0 600,271 261,750 62 3 20 23.5 ° 
= : ; 1946 1,445 277,527 279,463 14,993 8,815 69.3 579,321 258,595 64 ee 14 17.9 1 Ct, 
$0! Chic., Milw., St. P. & Pac.....1947 10,677 1,605,829 1,687,876 75,395 48,788 62.1 3,435,506 1,531,857 492 30 94 15.3 Pv] 
% R . 1946 10,725 1,408,598 1,485,340 67,771 47,417 69.5 3,103,897 1,458,220 472 47 87 14.4 Ct 
¢ | Chic., St. P., Minn. & Omaha.1947 1,606 245,952 262,435 14,532 6,135 65.0 435,150 194,994 78 oie 33 29.7 § | 
o : 1946 1,606 223,294 237,059 14,998 5,747 69.5 392,376 180,353 78 ‘i 37 32.2 2ip; 
| Duluth, Missabe & Iron Rge. .1947 569 39,202 39,422 941 958 57.6 70,468 37,647 26 8 25 42.4 % 
FS . 1946 547 26,200 26,252 694 432 63.4 28,139 13,679 20 15 16 31.4 B| Gr 
<|Great Northern............. 1947 8,237 1,190,181 1,195,072 56,407 39,338 61.2 2,799,996 1,242,850 374 33 73 15.2 s 
= c 1946 8,236 1,194,428 1,198,938 53,720 40,747 63.9 2,841,693 1,265,981 375 37 98 19.2 51M: 
o Minneap., St. P. & S. St. M. . 1947. 4,180 466,017 478,363 10,285 12,520 66.9 828,785 386,087 126 ae 15 10.6 a 
io i 1946 4,181 456,193 467,449 10,261 12,089 66.8 801,918 372,700 125 5 21 14.4 Nc 
Northern Pacific............ 1947 6,613 920,092 972,185 54,239 33,614 65.2 2,386,661 1,110,697 | 344 19 54 12.9 
1946 6,625 933,966 992, '849 63,115 34,502 70.5 2,250,621 2,071,806 361 7 63 14.6 At 
Atch., ex & S. Fe (incl. 1947 13,104 3,048,286 3,219,500 148,702 109,293 67.3 7,208,987 2,912,440 763 67 129 13.5 age 
° C.G.&S.F.&P.&S.F.) 1946 13,084 3,016,914 3,181,172 161,029 108,980 69.5 7,032,022 2.887,388 735 82 141 14.7 "S| Ct 
=| Chic., Burl. & CNN Shins ae 1947 8,670 1,470,091 1,522,919 51,997 55,177 61.6 3,935,839 1,764,154 453 15 67 12.5 o 
PY 1946 8,671 1,300,140 1,352,488 51,461 50,520 66.0 3,446,382 1,578,137 444 32 77 13.9 “ Ct 
vs Chic., Rock I. & Pac.*....... 1947 7,618 1,275,272 1,320,094 18,261 39,495 62.7 2,704,203 1,171,183 290 13 86 22.1 ‘<t 
= ; 1946 7,619 1,267,920 1,296,608 16,100 40,323 64.7 2,717,366 1,201,081 317 10 82 20.0 o De 
2 Denver & R. G. Wn.......... 1947 2,466 438,884 500,774 65,020 13,576 74.2 920,320 467,014 158 31 46 19.6 % 
® : 1946 2,471 379,847 413,048 53,786 11,627 75.4 774,224 391,912 ‘159 37 48 19.7 So 
= |Southern Pacific.............1947 8,109 2,190,298 2,448,697 439,296 86,331 68.2 5,725,603 2,450,278 709 12 200 21.7 
3 1946 8,158 2,259,889 2,545,096 408,641 89,817 70.7 5,828,914 2,538,538 755 3 220 22.5 s U1 
5 Union Pacific............... 1947 9,756 2,674,015 2,798,631 203,177 99,201 65.0 6,845,098 3,150,836 695 8 87 11.0 oS) 
= , 1946 9,775 2,343,988 2,471,038 250,935 93,493 68.9 6,153,418 2,670,475 682 78 121 13.7 = WwW 
5 Western Pacific.............1947 1,192 249,454 275,239 29,686 10,900 76.4 666,053 309,238 65 39 21 16.8 oO 
1946 1,192 256,747 280,270 25,835 10,842 75.5 667,057 307,304 100 16 21 15.3 In 
International Gt. Northern* . 1947 1,110 268,376 270,914 862 6,848 64.1 482,973 212,511 76 i 13 14.6 - 
: 1946 1,110 242,726 244,980 782 6,262 65.1 433,610 187,762 59 om 12 16.9 K: 
» Kansas City Southern........ 1947 885 202,219 205,861 1,665 8,863 67.6 587,606 280,922 46 3 9 15.5 = a 
ae) a ; 1946 885 199,834 229,922 7,142 7,895 72.3 517,967 252,871 58 a 13 18.3 SIM 
& Mo.-Kans.-Texas Lines.......1947 3,241 491,893 499,586 8,803 15,664 64.7 1,028,796 447,668 121 ae 35 22.4 bo 
~ : ’ : 1946 3,241 522,205 534,362 10,010 14,911 67.8 968,539 437,538 111 26 61 35.5 %1M 
4 Missouri Pacifict............ 1947 6,985 1,574,746 1,621,793 38,012 51,937 62.8 3,608,349 1,607,650 429 ” 71 14.2 = ) 
5 : 1946 7,011 1,485,928 1,549,980 42,885 48,727 66.6 3,305,657 1,488,058 437 5 v2 14.0 5)Te 
a>) Sexes & Pacific............. 1947 1,852 561,440 561,440 12,379 17,400 61.6 1,211,810 513,313 117 1 8 6.3 b 
4 , ; 1946 1,871 380,315 380,315 7,143 12,534 69.0 823,637 351,413 109 42 6 3.8 £1St 
} St. Louis-San Francisco.......1947 4,615 944,157 982,740 11,489 23,319 66.8 1,597,843 718,937 291 7 34 10.2 S| 
- . ; 1946 4,615 948,770 997,366 10,725 22,695 68.8 1,505,676 678,430 284 11 31 9.2 3 St 
6 | St. Louis Southw. Lines......1947 1,568 405,096 408,511 5,641 15,782 74.6 941,741 420,971 86 6 1 10.7 oy” 
2 | ‘ 1946 1,568 355,016 357,803 4,690 14,763 81.3 837,480 374,366 85 13 17 14.8 ™ Te 
| Texas & New Orleans........1947 4,314 994,322 994,796 19,058 27,352 73.3 1,763,773 805,113 221 sis 28 11.2 
{ 1946 4,318 985,456 987,026 15, 502 27,455 15.6 1,721,807 793,797 216 1 29 11.8 
*Report of trustee or trustees. ™ 
Railw 
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Great Lakes Region 





Central Eastern Region 


Poco- 


Central Western Region 


Southwestern Region 





Items for the Month of December 1947 Compared with December 1946 


Region, road and year 


Boston and Albany...... 
§ Boston & Maine......... 


0 . 
wN. Y., N. H. & Htfd....... 





hontas 
Region 


Southern Region 
e 
° 
£. 
nan 
3. 
o 
& 
yA 
p> 
n 
og 
=: 
o 


Northwesterm Region 


Atch., Top. & S. Fe (incl. 
G.C. & 





ed 


*Report of trustee or trustees. 


Delaware & Hudson....... 


Del., Lack. & Western...... 


Grand Trunk Western..... 
Geehign: Valley. scs.cc acces 6 ss 
New York Central......... 
New York, Chic. & St. L..... 
Pitts. & Lake Erie........ 
IWR DAGIN 075i linte cccisece/yieie ars ieie 


Baltimore & Ohio......... 
Central of New Jersey*.... 
Central of Pennsylvania.... 
Chicago & Eastern Ill..... 
Elgin, Joliet & Eastern.... 
Pennsylvania System..... 
10 a 
Western Maryland........ 


Chesapeake & Ohio... 
— & Western... 


Atlantic Coast Line....... 
Central of Georgia*....... 
Gulf, Mobile & Ohio...... 
Illinois Central........... 
Nashville, Chatt. & St. Louis t 
Seaboard Air Line.......... i 


ROGUEMEPI  sioawsrcedawiewens 


Chicago & North Western.... 

Chicago Great Western.... 1 
Chic., Milw., St. P. & Pac..... i 
Chic., St. P., Minn. & Omaha i 
Duluth, Missabe & Iron Rangei047 14,648 
Great Northern........... 1947 
Minneap., St. P. & S. St. M. . i 
Northern Pacific........... t 


~-C.&S.F.&P.&S. F.).. 
Chic., Burl. & Quincy...... 


Chic., Rock I. & Pac.*....... 
Denver & R. G. Wn........ 


Southern Pacific........... 


Umi0n PACIC. 6.065% 0250s 


International Gt. Northern*. . 
Kansas City Southern...... 
Mo.-Kans.-Texas Lines..... 


Missouri Pacific¥.......... 


Freight cars on line 





Home 
1947 208 
1946 269 
1947 1,276 
1946 1,538 
1947 1,161 
1946 1,3 
1947 2,292 


1946 6,877 
.. 1947 108,420 


1946 124,450 
1 9,249 
1946 10,575 


...1947 2,947 


1946 3,445 


... 1947 48,734 


1946 42,818 


.. 1947 33,210 


1946 28,605 


1947 349 
1946 291 


.-1947 1,020 
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Foreign Total 
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Wom, 
SiNo 


NNYNNee ee 
Go 09 O12 GOR DO NINTiO 


G.t.m.per G.t.m.per Net | 
train-hr. train-mi. ton-mi. 
excl.locos excl.locos 


and 
tenders 


21,694 
20,308 
33,357 
34,341 
31,107 
30,656 
55,270 
51,754 


27,137 
27,561 
29,071 
31,180 
52,268 
42,764 
41,839 
43,055 
26,889 


47,311 
46,678 
46,251 
44,483 
37,443 


35,671 
32,844 


Net 


ton-mi. 
per l'd 


car- 
mile 


Wnrnmwwrywwwhy 
= GOP SOAS 
Ot RNP ONT OM 


28.6 
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Net 
daily 
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26,686 
19,880 





mi. inc. loco. 











































THIS LITTLE BOOK 
MAY SAVE YOU BIG 
PRODUCTION MONEY! 


Tells how you can save 
from 10¢ to 20¢ a pound 
on high speed steels and 
get better results! 


Gives actual shop tests 
and comparisons! 


Practical data on heat 
treatment! 


Tells you how manufac- 
turers are cutting produc- 
tion costs! 


i Seeiel Seeel eeisee leleeteeet 





MOLYBDIC OXIDE — BRIQUETTED OR CANNED © FERROMOLYB- 
DENUM @“’CALCIUM MOLYBDATE" © CLIMAX FURNISHES AUTHOR- 
ITATIVE ENGINEERING DATA ON MOLYBDENUM APPLICATIONS. 


Climax Molybdenum Co 
: 500 Filth Avenue - New York Ci 









z 










MAIL COUPON TODAY! 
















CLIMAX MOLYBDENUM COMPANY = RA-4 
500 Fifth Avenue, New York 18, N.Y. — 








Please send me a copy of 
your free booklet 
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Organizations 
(Continued from page 61) 


ing each technical session, and on the 
evening of each day descriptive informa- 
tion and slides covering the latest Va- 
por steam generaters for Diesel locomo- 
tives will be presented. 


Meetings and Conventions 


The following list gives names of secre- 
taries, dates of next or regular meetings 
and places of mectings: 

Arr Brake Association. — Lawrence Wil- 
— 827, 80 E. Jackson Blvd., Chicago 
4, Ill. 

ALLIED RaiLway Suppiy AssociaTion.—C. 
F. Weil, American Brake Shoe Company, 332 
S. Michigan Ave., Chicago 4, IIl. 

AMERICAN ASSOCIATION OF "BAGGAGE TRAFFIC 
ManacGers.—E. P. Soebbing, 1450 Railway 
Exchange Bldg., St. Louis 1, Mo. Next meet- 
ing, October 26-28, 1948, Miami, Fla. 

"AMERICAN ASSOCIATION OF PASSENGER TRAF- 
FIC OrFicers.—B, D. Branch, C. R. R. of N. 
J., 143 Liberty St., New York 6; Ns 2. 

AMERICAN -\SSOCIATION OF RAILROAD SUPER- 
INTENDENTS.—Miss ‘Elise LaChance, Room 
901, 431 S. Dearborn St., Chicago 5, Ill. An- 
nual meeting, June 8-10, 1948, Hotel Stevens, 
Chicago, Ill. 

AMERICAN Rattway BRIDGE AND BUILDING 
AssociaTION.—Miss Elise LaChance, Room 
901, 431 S. Dearborn St., Chicago 5, Ill. An- 
nual meeting, September 20-22, 1948, Hotel 
Stevens, Chicago, 

AMERICAN RAILWAY Car InstTITUTE.—W. fr 
Tabbert, 19 Rector St., New York 6, N. Y. 

AMERICAN RAILWAY. DevELorMent ASSOCIA- 
TION.—W. wp Walsh, B. & O. R. R., Balti- 
more 1 Annual meeting, April 5-7, 
1948, Hotel. Mme New Orleans, La. 

AMERICAN RalLway ENGINEERING ASSOCIA- 
TIoN.—Works in cooperation with the Associa- 
tion of American Railroads Engineering Divi- 
sion.—W. S. Lacher, 59 FE. Van Buren Bt, 
Chicago 5, IIl. 

AMERICAN RatLway Macazine Epirtors’ As- 
“he ig —Harry Walker, D. & R. G. W. 
- ing Room 204, Rio Grande Bldg., Denver, 

olo 

AMERICAN SHorT LINE Ratrtroap Associa- 
Tion.—C, E. Huntley, Tower Bldg., Washing- 
ton. 5, 9)..C. 

AMERICAN SOCIETY FOR TESTING MaAtE- 
RIALS.—R. J. Painter, Asst. Secretary, 1916 
Race St., Philadelphia 3, Pa. Annual meeting, 
June 21-27, 1948, Book-Cadillac Hotel, De- 
troit, Mich. 

AMERICAN SOCIETY OF MECHANICAL ENGI- 
NEERS.—C. E. Davies, 29 W. 39th St., New 
York 18, N. Y. Semi-annual meeting, May 
30-June 4, 1948, Milwaukee, Wis. Annual 
meeting, ‘November 28-December 3, 1948, 
New ork, ae a 

Railroad’ Division.—E. L. Woodward, Rail- 
way Mechanical Engineer, 105 W. Adams St, 
Chicago 3, Ill. 

AMERICAN Woop-PRESERVERS, ASSOCIATION, 
—H. L. eo, 1427 Eye St., N. W., Wash- 
ington 5, C, ‘Annual meeting, April 27-29, 
1948, Hite “St. Paul, St. Paul, Minn. 

ASSOCIATED TRAFFIC CLUBS OF AMERICA, 
Inc.—R. A. Ellison, Sime Chamber of 
Commerce, 1203 C. C. Bldg., Cincinnati 

O. Spring oem April 19-21, 1948, 
Hotel George Washington, Jacksonville, Fla. 
Annual meeting, October 18-20, 1948, Hotel 
Netherland Plaza, Cincinnati, Oo: 

ASSOCIATION OF AMERICAN RAILROAD D1n- 
ING Car OrFicers.—W. F. Ziervogel, 605 S. 
Ranken Ave., St. Louis 3, Mo. 

ASSOCIATION OF AMERICAN RAILROADS. — 
George M. Campbell, Transportation Bldg., 
Washington 6, D. C. 

Operations ‘and Maintenance Department.-— 

H. Aydelott, Vice-president, Transportation 
Bldg., Washington 6, 

Operating- Transportation Division.—L. R. 
Knott, 59 E. Van Buren St., Chicago 5, IIl. 

Operating Section.—J. Cc. Caviston, 30 
Vesey St., New York 7, N. Y. 

Transportation Section. —H. A. Eaton, 59 
E. Van Buren St., Chicago 5, Ill. 

Communications Section.—W. A. Fairbanks, 
30 Vesey St., New York 7, N. Y. Annual 
meeting, September 28-30, 1948, Hotel Ant- 
lers, Colorado Springs, Colo. 

Fire Protection and Insurance Section.— 
ad E. Todd, 59 E. Van Buren St., Chicago 5, 


Freight Station Section—W. E. Todd, 59 
E. Van Buren St., Chicago 5, IIl. 

Medical and Surgical Section. hy C. Cavis- 
ton, 30 Vesey St., New York 7, N. Y. Annual 
7 cen June 21, 1948, Drake "Hotel, Chicago, 


Protective Section. rig S Caviston, 30 
Vesey St., New York 7, Y. Annual meet- 
ing, May 24- ~~ 1948, Lnaltonie- Haddon Hall, 
Atlantic City, N. 

Safety Section. al C. Caviston, 30 Vesey 
St., New York 7,,-N. Y. Annual meeting, 


June 8-10, 1948, Hotel Whitcomb, San Fran- 
cisco, Cal: 

Engineering Division.—W. S. Lacher, 59 E. 
Van Buren St., Chicago 5, Ill. 

Construction ‘and Maintenance Section.—W. 
- Lacher, 59 E. Van Buren St., Chicago 5, 

Ill. 


Electrical .Section—W. S. Lacher, 59 E. 
Van Buren St., iy 5, ail. 

Signal Section.—R. [ot Balliet, 30 Vesey 
St., New York 7, ne YY.” Annual meeting, 
ai peel 14-16, 1948, Hotel Statler, Buffalo, 
N 


Mechanical Division— Arthur C. Brown- 
ing, 59 E. Van Buren St., Chicago 5, IIl. 
Annual meeting, June 28- 30, 1948, Congress 
Hotel, Chicago, . 

Electrical Section—J. A. Andreucetti, 59 
E. Van Buren St., Chicago 5, Ill. Annual 
meeting, September, 1948, Chicago, Til. 

Purchases and Stores Division.—W. J. Far- 
rell (Executive Vice-Chairman), Transporta- 
tion Bldg., Washington 6, D. C. Annial 
meeting, June 28-30, 1948, Palmer House, 
Chicago, Ill. : ; 

Freight Claim Division—Lewis Pilcher, 
(Executive Vice-Chairman), 59 Van Buren 
St., Chicago 5, Il. Annual meeting, May 
11- ‘i. 1948, McAllister Hotel, Miami, Fla. 

Motor Transport Division. — Transportation 
Bldg., Washington 6, D. C. 

Car Service Division.—W. C. Kendall, 
Chairman, Transportation Bldg., Washington 


” Finance Accounting, Taxation and Valua- 
tion Department.—E. Bunnell, Vice-Presi- 
dent, Transportation Bldg., Washington 6, 
Da 


a Division.—E, R. P tar si Trans- 
portation Bldg., — 6, C. Annual 
meeting, June 29 - July 1, 1948, soil Cleve- 
land, Cleveland, 

Treasury Division.—E. R. Ford, Transpor- 
tation Bldg., Washington 6, D. C. Annual 
meeting, September 13-15, 1948, French Lick 
Springs Hotel, French Lick, 

Traffic Department. —W es J. "Kelly, Traf- 
fic Officer, Transportation Bldg., Washington 
6,93: %. 

ASSOCIATION OF RAILROAD ADVERTISING 
Manacers.—E, A. Abbott, 1103 Cleveland St., 
Evanston, Iil. 

1p Association oF Rattway CrLaim AGENTS. 

Johnson, Gulf, Mobile & Ohio R. R., 
tie hw: Harrison St., Chicago 7, IIl. Annual 
meeting, May 19-21, 1948, French Lick 
Springs Hotel, French ’ Lick, Ind. 

Bripce AND Burtpinc SuppLy Men’s Asso- 
cCIATION.—E, Gunther, Duff-Norton Mfg. 
Co., 122 S. Michigan Ave., Chicago 3, Il. 
Exhibit in_ conjunction with meeting of the 
American Railway Bridge and Building Asso- 
ciation, September 20-22, 1948, Hotel Stevens, 
Chicago, Ill. 

CanapIAN Rattway Crius.—C. R. Crook, 
4415 Marcil Ave., N. D. G., Montreal 28, 
Que. Regular meetings second Monday of 
each month, except June, July and August, 
Mount Royal Hotel, Montreal, Que. 

Car DEPARTMENT ASSOCIATION OF ST. LouISs. 
—J. J. Sheehan, 1101 Missouri Pacific Bldg., 
St. Louis 3, Mo.. Regular meetings, third 
Tuesday of each month, except June, July 
and August, Hotel DeSota, St. Louis, Mo. 

Car DEPARTMENT OFFICERS’ ASSOCIATION.— 
F. H. Stremmel, 6536 Oxford Ave., Chicago 
31, Ill. Annual meeting, September 20-23, 
1948, Hotel Sherman, Chicago, IIl. 

Car ForEMEN’s ASSOCIATION OF CHICAGO.— 
W. E. Angier, chief A. A. R. clerk, C. B. & 
Q. R. R., 547 W. Jackson Blvd., Chicago 6, 
Ill. Regular meetings, second Monday of each 
month except June, July and August, LaSalle 
Hotel, Chicago, IIl. 

CENTRAL RAtiLway Cius oF BuFFALo.—kR. 
E. Mann, 1840-42 Hotel Statler, McKinley 
Square, Buffalo a Pa a Regular meetings, 
second Thursday of each month, except June, 
July and August, Hotel Statler, Buffalo, N. Y. 

HIcaAGO LUNCHEON CLUB OF MILITARY 
RaiLway SERVICE VETERANS.—Col. R. O. Jen- 
sen, Schiller Park, Ill. Luncheon, second 
Wednesday of each month, Chicago Traffic 
Club, Palmer House, Chiago, Ill 

Eastern ASSOCIATION OF CAR SERVICE OF- 
Ficers.—H. J. Hawthorne, Union Railroad, 
East Pittsburgh, Pa. 

EasTERN CAR FOREMAN’S ASSOCIATION.—W. 
P. Dizard, 30 Church St., New York 7, N. 
a Regular meetings, second Friday of Janu- 
ary, Februar (Annual Dinner), arch, 
April, May, October and November, 29 W. 
39th St., New York, N. Y. 

LocomoTIve MAINTENANCE OrrFicers’ Asso- 
c1aTion.—C. M. Lipscomb, 1721 Parker St., 
North Little Rock, Ark. Annual meeting 
September 20-23, 1948, Hotel Sherman, Chi- 
cago, Ill. 

MAINTENANCE oF Way Cup or Cutcaco.— 
. R. Knowles, Room 2000, 105 W. Adams 
St., Chicago 3, IIl. Regular meetings, fourth 
Monday of each month, October through 
aor inclusive, except December, when the 
third Monday, Hardings at the Fair. 

Master Borter MAKeErs’ AssocraTion.—A. 
F, Stiglmeier, 29 Parkwood St., Albany 3, N. 

. Annual meeting, September 20-23, 1948, 
Hotel Sherman, Chicago, III. 
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METROPOLITAN MAINTENANCE OF Way CLUuB. 
—John Vreeland, Simmons-Boardman Pub- 
lishing Corp., 30 Church St., New York 7, 
N. Meets in October, December, February 
and April. Next meeting, April 29, 1948, 
dinner, Hotel Sheraton, Skyline Room, New 
York, N.Y. 


k, N. Y 
Mixuitary RatLway SERVICE VETERANS.— Tel g every 


S. Thomson, 1061 W. Sheridan Road, Chi- 


: 40, Ill. Annual reunion, September 25, a 
1948, Jefferson Hotel, St. Louis, Mo. cd r iJ eololig rele) Ife! r 
NATIONAL ASSOCIATION OF RAILROAD AND 
“4 j ,] 
spent in ’31-’35 





* USE PRESSURE-TREATED WOOD 


UrTiLitigEs CoMMISSIONERS.—Ben Smart, 7413 
New Post Office Bldg., Washington 25, D. C. 
Annual meeting, November 15-18, 1948, Hotel 
Oglethorpe, Savannah, Ga. 

NATIONAL ASSOCIATION OF SHIPPERS’ Ap- 
yisory Boarps.—F. J. Armstrong, United 
States Radiator Corporation, 1500 United Ar- 
tists Bldg., Detroit, Mich. Annual meeting, 
October 5, 1948, Jefferson Hotel, St. Louis, 
Mo. 
NATIONAL INDUSTRIAL TRAFFIC LEAGUE.— 
Edward F. Lacey, Suite 450, Munsey Bldg., 
Washington 4, D. C. Annual meeting, No- 
vember 18-19, 1948, Hotel Pennsylvania, New 
York, N.. 2. 

NaTIONAL RaiLway APPLIANCES ASSOCIA- 
tion.—R. B. Fisher, Suite 2414, 1 N: La 
Salle St., Chicago, Ill. 

New Encianp Rarirroap Cius.—W. E. 
Cade, Jr., 683 Atlantic Ave., Boston 11, Mass. 
Regular meetings, second Tuesday of each 


3 dollars were 
month, except June, gs August and Sep- 


tember, Hotel Vendome, Boston, Mass. “ ; ‘ iN 

New York Rartroap Cirus.—D. W. Pye, : : spent ia 4]- 45 
30 Church St., New York 7, N. Y. Regular a : 
meetings, third Thursday of each month, ex- = es 
cept June, July, August, September and De- ; ak, psec S 
cember, 29 W. 39th St., New York, N. Y. pee Ee oe Vf Lf 

NorTHWEST CARMEN’s AssociaTion.—E,. N. : ~ ye 2 
Myers, Minnesota Transfer Ry., 1434 Iowa ee 
Ave., St. Paul 4, Minn. Regular meetings, 
first Monday of each month, except June, ee 
July and August, Midway Club, 1931 Uni- 
versity Ave., St. Paul, Minn. 

PaciFic -RatLtway CLus.—William S. Woll- 
ner, P. O. Box 458, San Rafael, Cal. Regu- 
lar meetings, second Thursday of each alter- 
nate month at Palace Hotel, San Francisco, 
Cal., and Hotel Biltmore, Los Angeles, Cal. 

Rattway Business Association.—P. H. 
Middleton, First National Bank Bldg., Chi- 
cago 3, Ill. 

Rattway Cuius oF PittspurcH.—J. D. Con- 
way, 308 Keenan Bldg., Pittsburgh, Pa. Reg- 
ular meetings, fourth Thursday of each month, 
except June, July and August, Fort Pitt 
Hotel, Pittsburgh, Pa. 

Rattway Exectric Suppty MANUFACTUR- 
ERS’ AssociaTIon.—J. McC. Price, Allen- 
Bradley Company, 624 W. Adams St., Chi- 
cago 6, Ill. 

RartLway FuEL AND TRAVELING ENGINEERS’ 
Association. — T. Duff Smith, Room 811, 
Utilities Bldg., 327 S. La Salle St., Chicago 
, Ill. Annual meeting, September 20-23, - ‘ 
1948, Hotel Sherman, Chicago, IIl. ee 

Raitway Suppty MANUFACTURERS’ Assoctia- ee ee a 
TIon.—A, W. Brown, 60 E. 42nd St., New ore ger 
York 17, N.Y. “ “ 


(*Figures from A.R.C.1. Statistics) 


es 





























RAILWAY TELEGRAPH AND TELEPHONE AP- 
PLIANCE AssociaTion.—G, A. Nelson, Water- 


bury Battery Company, 30 Church St., New # 
York 7, N. Y. Meets with Communications 
Section, of A. A. R. | 
Raitway Tie Association. — Roy M. Ed- | Y] 
monds, 610 Shell Bldg., St. Louis 3, Mo. An- a 


nual meeting, August 30-September 1, 1948, 
 eeaiaead Hotel, White Sulphur Springs,-W. 
Ta. pis 2 a - 

Just for repairing freight cars alone the railroads paid out in 1946 





ROADMASTERS’ AND MAINTENANCE OF Way | 








AssociaTION.—Miss Elise LaChance, Room | . . 

901, 431 S. Dearborn St., Chicago 5, Ill. An. | over $85,000,000 more than they made in profits. 

nual meeting, September 20-22, 1948, Hotel | - canis . ‘ > - 

Stevens, Chicago, Il. oa What's worse—the bill is steadily climbing. It was almost three times 
IGNAL PPLIANCE SSOCIATION, — WU. ° | 

Nelson, Waterbury Battery Company, 30 - i 

Chapel Sty New York 78. Yo Mets with as great for the years from 1941 to 1945 as for the 1931-1935 period. 

A. A. R. Signal Section: | Part of this toll is needless waste that can be stopped—by using 






c aie ge — gig eae “a 

LuB.—A,. T. iller, 4 t a ee OP idi i ii 
Altantay Ga Seas cence, ed Tee’ pressure-treated wood for car decks, gondola siding, stringers, nailing 
ay in January, March, May, July, September strips, and other vulnerable parts. 





and November, Ansley Hotel, Atlanta, Ga. | 

SOUTHERN ASSOCIATION OF CaR_ SERVICE 
Orricers.—P, J. Climer, Acting Sec’y, N. C. | 
& St. L. Ry. ashville, Tenn. 

Toronto Ratway Cius.—D. L. Cham- 
bers, Acting Sec’y. P. O. Box 8, Terminal 
A”, Toronto 2, Ont. Regular meetings, | 
fourth Monday of each month, except June, | 
| 
| 
| 






Many major railroads are already using pressure-treated wood to cut 
car repair costs, and so boost profits. Doubled and tripled life over 
untreated material has been reported. Let us 

help you to make these savings. 













gly and August, Royal York Hotel, Toronto, 
nt. 

Track & Suppry Association. — Lewis 
Thomas, Q. and C. Company, 59 E. Van 
Buren St., Chicago 5, Ill. xhibit in con- 
junction with meeting of the Roadmasters and 

aintenance of Way Association, September 
20-22, 1948, Hotel Stevens, Chicago, III. 

Unrtep AssocraTIons oF RAILROAD VETER- 
ae Collins, 225 Bidwell Ave., 
Westerleigh, Staten Island 2, N. Y. 

Western Rattway Cius.—E. E. Thulin, | 
Suite 339, Hotel Sherman, Chicago, Ill. Reg- | 
ular meetings, third Monday of each month, 
except January, June, July, August and Sep- | 
tember, Hotel Sherman, Chicago, III. 





In new cars and for repairs, specify 
pressure-treated wood. 







PRESSURE-TREATED WOOD 


KOPPERS COMPANY, INC. 
PITTSBURGH 19, PENNSYLVANIA 
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LOCOMOTIVE CYCLOPEDIA 


of American Practice 
Thirteenth Edition 








For more than 40 years this book has been re- 
ferred to for authoritative infcrmation wherever 
American built motive power was in use. The new 
edition has been completely revised. To hold it 
within reasonable size only current practice has been 
included. 

Definitions and descriptions of all types of steam, 
Diesel, Diesel-electric, electric and turbine locomo- 
tives for railroad and industrial service, here and 
abroad, are given. Hundreds of scale drawings and 
photographs of parts and equipment illustrate the 
text. Enlarged sections for Diesels and of Loco- 


motive Shops and Engine Terminals are features of 




















this edition. 


Staff of Exports 


Editor, Roy V. Wright, Editor, Railway Mechan- 
ical Engineer; Managing Editor, Robert C. Augur, 



















1400 pages 


3000 illus. 
9 hey 3 -4 S . . . ee . 
eae m Managing Editor, Car Builders Cyclopedia; vara 
$8.00 Shop Section, H. C. Wilcox and G. J. Weihofen; 


Adeeane orders indicate that this edition will be Associate Editors, W. A. Lucas and H. P. Foster; 

in heavy demand. To insure obtaining a copy “ , 

place your order without delay. It can be sent Consulting Editors, C. B. Peck, A. G. Oehler and E. 
on approval. Use the form below. L. Woodward. A.A.R. Advisory Committee: J. R. 

a re eee Jackson, K. Cartwright, E.L. Bachman and J. E. 
FREE EXAMINATION COUPON Rents 





Simmons-Boardman Publishing Corp. 
30 Churh Street, New York 7, N. Y. 


Please send postpaid a copy of the 13th Edition of the 
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